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Railways and Land Values 
THE recently-published will of an estate agent practising 
in the neighbourhood of Golders Green provided a 
striking example of the fact that people other than the rail- 
way company concerned are often those who benefit chiefly 
from railway extensions. This particular estate agent 
began business at West Hampstead with practically no 
capital, and subsequently opened a wooden shed oppo- 
site the site of Golders Green station shortly before the 
underground railway was built. His estate of 
£400,790 may be taken as some indication of the apprecia- 
tion in land values directly resultant from the construction 
of the tube railway, and brings once more to mind the ques- 
tion which is raised from time to time as to whether some 
equitable scheme should not be devised for the railways 
to share in the wealth they create. In early years of rail- 
way enterprise the impression was abroad that the con- 
struction of railways would tend to reduce the value of 
the land adjacent to the line, and compensation was fre- 
quently claimed on this basis. Very quickly, however, 
it was discovered that improved transport had precisely 
the opposite effect. In our issue of November 15, 1935, 
a correspondent advocated that railway companies should 
be enabled to acquire the land which they proposed to 
develop by means of new lines and thus be rewarded for 
their enterprise by the resultant increase in land values. 
At that time we commented that if, for example, the 
former Charing Cross, Euston & Hampstead Railway had 
been able compulsorily to purchase all the land in the 
Golders Green district at the then values, and dispose of it 
20 years later, the capital appreciation would have enabled 
many other much needed underground railways to be 
built. 


gross 
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Southern Railway Dividend 


A most pleasant surprise was given by the announce- 
ment on Monday of a final dividend of 4 per cent. on the 
preferred ordinary stock of the Southern Railway Com- 
pany, making 5 per cent. for the whole year 1938. The 
forecast of net revenue made by the directors when offering 
last month an issue of £7,500,000 four per cent. debenture 
stock amply justified an estimate of at least a 2} per cent. 
final dividend without any cut in the carry forward. 
In the dividend statement now published it is shown that 
ne‘ revenue for the year 1938 was £5,941,904, a decrease 
of £610,220, and that the dividend now recommended in- 
volves a reduction in the carry forward of £131,871, which 
represents nearly one-half per cent. on the stock. The 
statement issued last July indicated a fall in net revenue 
of £574,000 for the first six months of the year, explained 
by a drop of £83,000 in railway traffic receipts, a drop 
of £35,000 in net receipts from ancillary businesses, in- 
terest, &c., and an increase in railway working expenses 
of £456,000. According to the published returns the rail- 
way traffic receipts for the whole year showed a decrease 
of £159,000. In the second half of the year the decline 
in net revenue was only £86,220. Returns on the pre- 
ferred ordinary and deferred ordinary stocks for the past 
nine years have been as follow :— 

1930 1931 1932 1933 1934 1935 1936 1937 1938 


oO 9) o oO i) i) 


Pref. Ord. .€ ££ 2 £2 8S FS 
Def. Ord. .. 1} Nil Nil Nil Nil Nil § 1 Nil 
The full dividend of 5 per cent. for the year on the pre- 
ferred ordinary stock of £27,586,601 requires £1,379,330. 
* * ** * 

The Week’s Traffics 

The decrease in earnings of the four main line com- 
panies for the past week totalled £163,000, against 
£225,000 for the previous week and was made up of 
£35,000 from passenger train traffic, £102,000 from mer- 
chandise, and £26,000 from coal. In the corresponding 
week of 1938 there was an increase of £174,000 over 
1937, showing an improvement of £43,000 on the pas- 
senger side, £70,000 from merchandise, and £61,000 from 
coal. On that occasion L.N.E.R. merchandise and coal 
earnings were up £38,000 and £34,000, respectively. 
Traffics to date in 1989 are £13,309,000, a decrease of 
£1,120,000 or 7-76 per cent. in comparison with 1938. 





5th Week Year to date 
= — —=— 
Pass., &c. Goods, &c. Coal, &c. Total Inc. or Dec. 

. 4 £ £ a ft % 
L.M.S.R. — 11,000 — 48,000 4,000 — 55,000 — 451,000 — 7-71 
L.N.E.R. — 10,000 — 33,000 — 17,000 — 60,000 — 418,000 — 9-61 
G.W.R. — 9,000 — 19,000 — 14,000 — 42,000 — 203,000 — 8-29 
S.R.'.. — 5,000 — 2,000 1.000 — 6,000 — 48,000 — 2-69 


Great Northern (Ireland) receipts for the past week are up 
£650, and the total for the five weeks is £83,350, an 
improvement of £2,900, entirely on the goods side. 


* * * * 
L.M.S.R. Dividend 

Market forecasts of the final dividend payments of the 
L.M.S.R. for 1938 did not go beyond 1} per cent. on the 
four per cent. preference stock and 1% per cent. on the 
5 per cent. redeemable preference stock which ranks with 
it, so that the announcement on Wednesday of the full 
final payments on these stocks was very gratifying. Last 
August the full interim payments were made on these 
stocks. As the official announcement published in our 
News Section shows, this result was made possible by the 
further fructification of economies in working. Accord- 
ing to the published traffic figures, railway receipts for 
the first six months of the year were down £780,000, and 
for the whole year were down £3,203,000. The statement 
issued by the directors last July showed that the net 
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decrease in earnings from all sources in the first six 
months of the year was £1,496,000, and it now appears 
that the net revenue for the whole year was £3,011,000 
lower than for 1937. The decrease in gross receipts from 
all sources was £3,351,000, indicating that ancillary busi- 
nesses as well as the railway earned less, and the net 
saving in working expenses was £340,000. Dividend dis- 
tributions for the past nine years are as follow : — 


1930 1931 1932 1933 1934 1935 1936 1937 1938 
Per Per Per Per Per Per Per Per Per 
cent. cent. cent. cent. cent. cent. cent. cent. cent. 
Ord. stock cos ee } Nil Nil Nil Nil 1} 1} Nil 
Pref. 4 per cent 
1923) <n Gee 4 Nil Nil 12 4 4 4 Nil 
Red. Pref. 5 per 
cent Pai 5 33.6485 5 5 5 5 
Pref. 4 percent. 4 4 3 34 4 4 4 4 4 


The dividend on the 5 per cent. preference stock requires 
£484,957 and on the 4 per cent. €4,756.350. 
* * * * 


Overseas Railway Traffics 

The Central Argentine continues to overtake its traffic 
losses of the earlier weeks in the present financial year, 
and during the past fortnight it has reduced its decreases 
by £64,636. On the Buenos Ayres & Pacific the improve- 
ment during the same period has been £11,663, and the 
3uenos Ayres Western has done better to the extent of 


£8,251. 

No. of Weekly Inc. or Aggregate Inc. or 

Week Traffics Decrease Traffic Decrease 

£ £ £ 

Buenos Ayres & Pacific .. 32nd 110,484 3,970 2,511,481 — 113,460 
Buenos Ayres Great Southern 32nd 209,677 — 28,474 4,290,942 — 170,347 
Buenos Ayres Western 32nd 53,226 8,809 1,347,084 — 108,934 
Central Argentine , . B2nd 154,845 + 33,384 3,537,993 — 486,556 
Canadian Pacific 4th 619,600 — 38,800 1,939,800 — 123,200 
Bombay, Baroda & CentralIndia 45th 291,600 — 2,250 7,270,350 — 88,725 


For the whole year 1938 Canadian Pacific gross railway 
earnings are returned at £28,451,800, a decrease of 
£565,400. 

* * * * 


Tasmanian Government Railways 

A disappointing decrease of £14,112 in revenue was ex- 
perienced by these railways during the year ended June 
30, 1938, which succeeded two years of increases. This 
fall is attributed by Mr. F. P. St. Hill, Commissioner 
for Railways, mainly to the infantile paralysis epidemic 
and the coal strike. Working expenses at the same time 
increased by £56,530. The higher cost was chiefly due to 
locomotive improvements, additional train services, coal 
prices, the 44-hour week introduced during the previous 
year, track improvements, and additional buffet services. 

1936-37 1937-38 

Average miles ia “% ite 651 651 

Passengers oe 2,331,516 2,266,576 

Goods and minerals, tons 799,021 828,623 

Train-miles 586,216 481,416 


Operating ratio, per cent 110-82 126-36 
f f 
Passenger receipts be 120,676 116,354 
Goods and mineral receipts 302,213 288,575 
Total earnings ae 478,666 464,554 
Working expenses .. aa 530,461 586,991 


Loss on working (excluding £94,000 
for depreciation) .. he ic 51,795 122,437 
Two streamlined trains were placed in traffic and other 
services by steam, oil-burning, and diesel cars were pro- 
vided, but the paralysis epidemic prevented a thorough 

trial under normal conditions. 


* * * * 


Woolworths and the Railways 

A tribute to the railway companies, for the most ex- 
cellent, prompt, and facile manner in which they handle 
the traffic of F. W. Woolworth & Co. Ltd., was paid by 
the Chairman of that company at the annual general 
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meeting on January 27. The railways carry practic*!|y 
the whole of the F. W. Woolworth freight under an agree; 
charges arrangement which was first sanctioned by 

Railway Rates Tribunal on April 24, 1934, under +h 
powers of Section 37 of the Road & Rail Traffic Act, 1923 
and has been regularly renewed subsequently, subjeci to 
certain modifications. | Under this arrangement the four 
group railway companies, the Mersey Railway Compa ij, 
and the London Passenger Transport Board agreed » ‘th 
F. W. Woolworth & Co. Ltd. to carry merchandise sent 
for sale or use at the firm’s stores at a charge calcul: ‘ed 
as a percentage of the purchase price paid by the fm 
The introduction of an agreed charge on an ad valovew 
basis aroused considerable interest in trading and indust:ia 
circles as it constituted a distinct innovation so far as 
way charges were concerned. It should be remembered, 
however, that the business of F. W. Woolworth & “o. 
Ltd. is of a peculiar nature, and that the ad valorem 


system of charging is hardly suitable for exten:i\ 
adoption 
* * * * 


A Notable Heavy Load Performance 

In reviewing the remarkable locomotive performance }y\ 
an ‘‘ A4”’ streamlined Pacific of the L.N.E.R. that 
appears on p. 240 of this issue, it is of interest to recall 
that when Sir Nigel Gresley introduced his first ‘“‘ Aj ”’ 
Pacific in 1922, sixteen years ago, he claimed that it w: 
be capable of handling 600-ton trains on the schedules 
then current. To prove the contention, a test run was 
made in September, 1922, with one of the new engitics, 
from King’s Cross to Grantham and back, in which a 
600-ton load was taken over this 105}-mile course in 122 
min. At that time 122 min. | 


was the allowance of the 
down Flying Scotsman, on which 400 tons would have 
been regarded as a heavy load. Today the same scheduk 
has come down to 110 min., and the log that we reproduc 
shows that Empire of India succeeded, with a train of 
no less than 635 tons weight, in cutting it by 2 min., main 
taining an average speed of 75:3 m.p.h. for 55 miles 
continuously, touching 91 m.p.h. down a 1 in 200 grade, 
sustaining 72 to 74 m.p.h. on the level, and making the 
ascent of 15°3 miles to Stoke summit at an average of 
583 m.p.h. Between the ‘‘ Al”’ Pacific of 1922 and 
the ‘‘ A4’’ of 1935 the weight has increased from 92 to 
104 tons, part of which is attributable to the streamlined 
casing of the latter, but the principal development has 
been internally, with an increase in working pressure from 
180 to 250 lb., larger steampipes, longer valve-travels, and 
better exhaust, all of which are reflected in so notable a 
performance as this. 
* * * * 

Stop the Train to Enforce the Law 

An interesting point in Indian railway law arose on 
January 13 when the Railway Magistrate at Jhansi, in 
delivering a judgment, ruled that to pull the communication 
cord and stop a train because it was overcrowded may not 
be a punishable offence. The Organising Secretary of the 
G.I.P.R. Union, pleading not guilty to pulling the com- 
munication cord twice without sufficient cause, thus detain- 
ing the Lucknow express for 2 hr. at Jhansi station, 
claimed to be within his rights because the train contained 
more than the authorised number of passengers in each 
compartment. Quoting Sections 63 and 93 of the Railway 
Act, which render the railway liable to a fine of Rs. 20 
(30s.) for permitting a compartment to be overloaded, 
the magistrate maintained that these sections conferred 
the right upon the occupant of a compartment to force the 
railway authorities to observe the provisions of these sec- 
tions, and entitled him to stop the train in the manne! 
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ited above in order that the number of passengers 


int 

m be reduced to within the authorised figure for the 
com: artment. A similar occurrence took place near Bom- 
ba few days earlier. 


* * * * 


«Jiiegal’’ Drinks on Trains 
|, the course of a recent application of an hotel for 
nce to serve drinks to residents, and with meals to 
or-residents, Mr. Charles H. Roberts, the Chairman of 
« Brampton (Cumberland) licensing sessions, said it was 
( ilt to determine what was a meal, and alleged that 
railvay companies violated the law in restaurant cars. 
li difficult to imagine what he had in mind, for the 
British railway companies comply with the conditions of 
the licences which they obtain annually from the Customs 
and Excise authorities. Any passenger holding a ticket 
cat) buy alcoholic drinks in a restaurant car or Pullman 
car at any time of the day or night while travelling. Only 
travellers are served, and they are not served until the 
ti has left the station from which it starts. This does 
no! prevent a drink being served while the train is standing 
in an intermediate station, as then the passenger is con- 
sidered to be still travelling. If a person were to enter 
rriage to speak to a friend about to travel or who 
was in the course of travelling, the person should not be 
served because he would not be a ticketholder, and it is 
scarcely likely that there is any widespread violation of 
the rule (either in error or deliberately) as we understand 
that there has never been a prosecution for a breach of 
the law. A passenger is entitled to a drink in his own 
compartment if there is a restaurant car from which it 
is supplied. Incidentally, both the practice and the law 
ue similar to those observed on air liners and in ships. 


a 
n 
th 

li 


* * * * 


Accidents on U.S.A. Railways 

There were 18 fatal accidents to passengers on trains on 
the railways of the United States and 2,508 passengers 
were injured, in the calendar year 1937, according to the 
report of the Interstate Commerce Commission. Steam 
railroads carried 497,549,000 passengers 24,659,613,000 
miles, or an average of 1,369,978,500 miles travelled for 
each fatality. The total number of persons killed on the 
railways during the year was 5,118, and 20,149 were 
injured, of which totals 232 persons were killed and 
16,543 were injured in non-train accidents. Twenty-two 
employees were killed and 376 were injured in coupling 
and uncoupling locomotives and cars, and seventeen em- 
ployees were killed and 194 were injured due to coming 
into contact with fixed structures. Forty-one employees 
were killed and 1,912 injured in getting on or off cars and 
locomotives. During the year 1937 there were 4,489 acci- 
dents at highway grade crossings, resulting in the death of 
1,875 persons and injury to 5,136 others. Automobiles 
were involved in 4,007 of these accidents, 1,607 persons 
being killed and 4,904 injured. There were 65 derailments 
of trains as a result of collisions between trains and auto- 
mobiles. The number of level crossings on the United 
States railways at the end of 1937 was 232,322, compared 
with 240,089 at the end of 1928. 

* * * * 


History of the Argentine Transandine Railway 


_ The purchase by the Government of the Argentine 
Transandine Railway—see page 239—recalls the fact that 
it is a metre gauge line, 111 miles in length, connecting 
the Buenos Ayres & Pacific railhead at Mendoza—also 
soon to be served by the State Railways—with the Chilean 
Transandine line. Hitherto owned by a British company, 

construction was begun in 1887, but through traffic 
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with Chile was not inaugurated until 1910. Prior to 1923 
the Argentine Transandine was managed on behalf of the 
company by the Buenos Ayres & Pacific administration, it 
and the Chilean section being operated independently; 
joint working was then introduced. Ever since its open- 
ing the Argentine line has frequently been in financial 
difficulties, and has on several occasions been aided by 
Government subsidies. In 1932 it was closed entirely due 
to lack of traffic, caused by the imposition of prohibitive 
import duties upon cattle entering Chile, and it was re- 
opened only for a month in December of that year, before 
the peat floods and landslide destroyed many miles of the 
railway. As the company was financially unable to under- 
take reconstruction, the Government decided to acquire 
the property, and effected the necessary repairs in 
anticipation of parliamentary sanction to the purchase; 
meanwhile services were maintained partly by rail and 
partly by road motors. 
* * * * 


Nickel Steel in Locomotive Practice 

Considerable advances have been made during the past 
few years in connection with the steels used in locomotive 
practice, and indications are that the use of nickel as a 
constituent of the material for locomotive rods, boiler 
plates, and in certain other applications, will continue to 
extend. In this connection the experience of a railway in 
America is of interest, where in somewhat unusual circum- 
stances the use of nickel steel facilitated the transference 
of some engines, purchased about ten years previously, 
from one class of service to another. Originally designed 
to operate at 35 m.p.h. it ultimately became necessary to 
operate them at 60 m.p.h., an impossible performance 
without cross-counterbalancing the engines. As this could 
not be done with the original heavy rods, it was decided 
to use stronger 2} per cent. nickel steel forgings, quenched 
and tempered. The first locomotive so re-balanced was 
placed in service early in 1938, and had run 60,000 miles 
by October 1, when it was reported that no repairs had 
been required to the rods and motion work and that the 
original brass bearings applied to the rods were still in 
service. A re-balancing programme is now proceeding 
with 70 locomotives, nine of which had been completed 
in the early part of October of last year. 

* * * * 


Lie-Down-and-Shout 

One of the things that distinguishes civilised man from 
the animal or the savage is his faculty for going on strike. 
We are not thinking so much of the mere withdrawal with 
folded arms and frowning brow from the busy ant-heap 
of the world. Our attention has been caught rather by 
recent perfections of the art, such as the “‘ stay-in,’’ the 
‘* lie-down,’’ and now the “‘ lie-down-and-shout.’’ The 
‘“‘ stay-in,’’ alternatively known as the “ sit-down ’’ for 
the encouragement of the weary, has actually been 
practised by passengers on a London tube railway who 
resented a request to change trains. We recently read 
of ‘‘ lying down’”’ at some main-line stations in Paris, 
and we suggest that the latest tactic of ‘‘ lie-down-and- 
shout ’’ is an improvement derived from experience gained 
on the railway. Quite apart from the desire to advertise 
the justice of his cause, the striker lying across a railway 
line would prefer not to pass unnoticed. _In case recent 
publicity accorded to “‘ lie-down-and-shout ’’ demonstra- 
tions commends them to busy minds seeking public notice 
for other causes, we would add that shouting from a prone 
position makes exceptional demands upon the lungs. Let 
any doubting reader try the experiment of reclining upon 
the floor and crying ‘‘a square deal for the railways 
now !”” 









Road-Rail Developments 


MOST important stage in the railway companies’ 
claim for equality of treatment with other forms of 
transport in connection with the statutory control of rates 
for the conveyance of merchandise traffic was reached on 
February 6, when it was announced that the road haulage 
industry, subject to certain safeguards, had agreed not 
to raise any objection to the companies’ proposals. On 
this date a basis of agreement was reached between the 
representatives of the railway companies and_ repre- 
sentatives of the holders of ‘‘ A’’ and ‘‘ B””’ licences of 
all the national road haulage organisations and, as the 
result, a joint memorandum embodying the agreed pro- 
posals is being submitted to the Transport Advisory 
Council. The memorandum, which is summarised on 
page 238, indicates that both parties hold the view that 
due regard must be given to the ultimate objective of 
the co-ordination of all forms of transport. They are 
convinced, however, that it would not be practicable to 
apply to road transport the present railway rates structure 
with its elaborate classification, restrictions, and obliga- 
tions. The railways have therefore undertaken that, 
unless there are exceptional circumstances, for two years 
after receiving their freedom they will not object to the re- 
newal of ‘‘A’’ or “‘B’”’ licences, or to the grant of 
additional licences, subject to the limit of operation of 
B’”’ licences for additional vehicles being restricted to 

a radius of 25 miles. 

Starting from this basis, the railway and road haulage 
interests express their desire to implement the proposals 
made in the Transport Advisory Council’s report on Ser- 
vice and Rates, which was published in 1937. These, it 
may be recalled, included the points that a trader should 
have an unfettered right to select the form of transport 
most convenient and economic for his purpose; that all 
forms of transport should be _ rate-controlled, with 
publication of rates and without discrimination; and that 
voluntary agreements should be made between road and 
rail interests as to the level of rates. Accordingly the 
parties propose the establishment forthwith of a Central 
Consultative Committee for the initial purpose of consider- 
ing and formulating the principles on which voluntary 
rates agreements between road and rail interests can be 
entered into. The road interests recognise that, in the 
present unorganised state of their industry, some measure 
of statutory control is necessary to make these voluntary 
agreements effective. They therefore recommend that any 
Bill repealing restrictions on railway charging powers 
should provide for machinery to sanction such agreements 
and making the specified rates and conditions of carriage 
obligatory on all ‘‘ A’’ and ‘‘ B’”’ licence holders and 
on the railway companies where concerned. Accordingly 
they have drafted clauses suggesting that the Railway 
Rates Tribunal, suitably enlarged, should be charged with 
the duty of approving road and rail agreements and that 
traders or carriers should have the right of objection before 
this body. 

Additional safeguards suggested by the railways include 
the maintenance by them of a voluntary system of classifi- 
cation, the publication of lists of railway rates for the 
use of traders, and the explicit promise that reasonable 
rates shall be charged and that the traders shall have 
the right of appeal to a tribunal on the question of 
reasonableness. Finally it is made clear that neither party 
contemplates any interference with the right of a trader 
to use his own vehicles under ‘‘C”’ licences. This 


memorandum will be submitted to the Transport Advisory 
Council shortly, but there appears to be some misappre- 
hension in certain quarters as to its intentions. 


The pro- 
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posals do not mean that all long-distance traffic © {|| 
pass by railway in future nor that road transport will be 
restricted to a radius of 25 miles. On the contrary :' is 
clear that, once the correlated rates structure has n 
evolved and implemented by statute, the two forms of 
transport will continue to function as competitive agen 
but in entirely different circumstances from those 
operative, as the ability to secure traffic will depend la: 
upon the suitability of the service offered. 

Important though this agreement is, coastwise shij 
and the canal interests are also vitally concerned in ‘jy 
railway companies’ proposals and negotiations on s 
what similar lines, adapted to suit the peculiar cir 


\ 


stances of each industry, are progressing. T1 : 
generally are even more vitally interested and r 


representative organisations are not unnaturally placing 
considerable stress upon the nature of the safeguards 
which they require before giving assent to the railway 
proposals. Since the various meetings mentioned last 
week, railway representatives met the National Associa- 
tion of Furniture Warehousemen and Removers Limited 
on February 8 and on the following day discussions were 
resumed with the Mining Association. These negotia- 
tions with traders are occupying a considerable time, but 
a measure of agreement has been reached and it is hoped 
that joint memoranda will eventually be agreed with the 
majority of the important trading organisations for sub- 
mission to the Transport Advisory Council. To allow 
further time for these negotiations, the next meeting of 
the special committee of the council has been postponed 
until February 17. 
* * * * 


A Simplified Rate Classification 


A‘ the present time, when British railways are seeking 

relief from enactments and restrictions which are 
preventing them from competing fairly with road trans- 
port, it is of special interest to be able to record a note- 
worthy step taken by a railway abroad in the direction 
of remedying the evil in question. Reference has already 
been made (in the May 20 issue of THE RAILWAY GAZETTE, 
page 997) to a scheme of freight rate simplification adopted 
by the Central Uruguay Railway, and on page 217 this 
issue we publish full details of the revolutionary measures 
taken in July, 1936, to put the railway on an equal 
footing with its lorry competitors. As will be seen, the 
broad lines of the scheme consist of the suppression of 
the old and complex classification of commodities and 
the division of all traffics into two main classes, together 
with the abolition of the parabolic rate structure, and the 
adoption in its place of formule based on zone coefficients, 
the practical result of which is to make the rate per ton- 
kilometre higher in the zones more remote from com 
petition. 

No pains were spared to assess thoroughly the zone 
conditions throughout the country, including the nature 
and routing of roads and the relative level of lorry trans- 
port costs, and all that remained to be done was to multi- 
ply the resultant zone factor by the respective distance, 
and from that to compile a compensated kilometrage table 
in place of the old kilometric scale, which pre-supposed 
equality of zone conditions throughout the line. To com 
plete the formule for calculating freight charges, com 
modity indices were carefully elaborated, bearing a definite 
relation to one another and fixed on a basis avoiding, 
on the one hand, high figures advantageous to competitors 
and, on the other hand, low figures needlessly sacrificing 
potential revenue. Terminal and handling coefficients 
appropriate to full consignments and small lots were also 
calculated. An important point to note is that although 
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in .oueral terms the abandonment of the old classification 
has resulted in a low-rated trafiic like broken stone being 


on . basic equality with general merchandise, the use of 
Q ing scale of charges progressively lower as the size 
o! consignment increases has ensured that each com- 
ty automatically falls into its proper place in relation 
‘other, whilst the basic cost factor is retained in each 


ffect, the scheme embodies three outstanding advan- 


{ ; (1) it contemplates the actual fundamental econo- 
mics of railway operation—in other words, full wagon- 
l full engine-loads and the reduction at terminal and 
int-rmediate stations of the handling of isolated wagons; 
(2) it envisages as a primary factor the value of the ser- 
vices rendered, i.e., the actual cost of transport, and not 


merely the value of the article transported; and (3) it 

ides for an automatic goods classification, spacing out, 
relatively widely, goods habitually handled in wagon-loads 
or train-loads from those moving normally in small con- 


siguments. The success of the scheme may be gauged by 
the fact that satisfactory net increases have been registered 
in traffics to which the new rating formule are applied, 
notwithstanding an inevitable decrease in revenue in the 


ise of previously high-rated articles; and we may readily 
issume that, should the road hauliers intensify their cam- 
paign with a view to regaining this lost traffic, the new 
system would be sufficiently elastic to enable modifications 
to be effected rapidly and with the minimum expenditure 
of labour. 


The German State Railway in 1938 


4 LTHOUGH the complete report and accounts covering 
*™ the working of the Reichsbahn for 1938 are not yet 
available, the usual review of the year, which has 
appeared in Die Reichsbahn and other journals, giving 
the customary general estimate of the position, is always 
sufficiently accurate for practical purposes. The traffic 
was considerably influenced last year, first by the absorp- 
tion of Austria, and then by the transfer of the Sudeten- 
land to Germany. The construction of the new western 
fortifications necessitated an intensive goods train service; 
no fewer than 8,000 trucks of material arrived daily in the 
area affected from all parts of the Reich. Traffic to and 
from Austria greatly increased. In October, 1937, for 
example, only 157 goods trains passed into Austria at 
Passau, but in the same month last year the figure was 
385. At first it was necessary, for technical and 
economical reasons, to maintain most of the frontier for- 
malities, and this occasioned some difficulty as many of 
the stations were not equipped to handle the increased 
traffic. Special regulations had for a time to be intro- 
duced to restrict some classes of freight. The accounts 
for the Austrian Railways and for the Lausitzer Eisen- 
bahn A.G., were kept separate from those of the Reichs- 
bahn proper until the close of 1938; they will form part 
of the accounts for the enlarged, unified system when the 
next annual statement appears. Compared with 1937, 
passenger-kilometres increased 8 per cent. and goods 
tonne-kilometres 11 per cent.; the figures were better than 
for 1913 and the boom year 1929. It should be noted, 
however, that the Reichsbahn took over the former 
privately-owned Liibeck—Biichen Railway at the begin- 
ning of the year and later the Brunswick District system, 
the Munich Local Light Railway, and, of course, in 
October, the Sudeten lines, so that the increase is not so 
great when the 1937 route-mileage is alone considered. 
Receipts showed a satisfactory development. Excluding 
Austria, passenger and parcels takings rose by 9-5 per 
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cent. and brought in 1,300 millionRM. Goods receiptswere 
valued at 3,120 million RM., a rise of 6 per cent. over 
1937, and, as is usually the case, about two-thirds of 
the total receipts. Passenger receipts rose more in relation 
to the traffic than in 1937, because of restrictions put on 
certain cheap fare facilities; the average receipts per pas- 
senger-kilometre were 2°37 Pfg. in 1937 and 2°38 Pfg. 
last year. The reverse applied to goods; the tonne-kilo- 
metre figure fell from 3-68 to 3-53 Pfg. These unit figures 
have dropped by 21-2 and 22-6 per cent. for passengers 
and goods respectively since 1929, due to the constant ex- 
tension of cheap fares and rates, but also to changes in 
the distribution of traffic between competing systems of 





transport. Much good paying custom has gone to road 
motor services. This is shown by the total receipts for 
1929-300 million RM. higher than those for last year, 


even with Austria included. The railways are thus faced 
with the serious problem of handling the increased traffic 
in bulk cheap rate freight, providing the necessary ex- 
tensions to lines, sidings, stations, and so on, and building 
new rolling stock to handle this traffic expeditiously. The 
cheap rate facilities for materials associated with the four- 
year plan have been maintained. Material for the Auto- 
bahnen has been carried at service rates, as with the 
railway’s own stores, and free transport is granted to 
goods under the winter relief scheme. All of ‘this very 
seriously affects the position. The resultant loss is esti- 
mated at 16-2 million RM. 

Miscellaneous receipts rose 5-1 per cent., and the: total 
working income came to 4,730 million RM., against 4,420 
in 1937, a rise of 7 per cent. (the rise for 1937 was 10°9 
per cent.). The receipts for the Austrian lines are esti- 
mated at 320 million RM. This makes a grand total of 
5,050 million RM. Rates and fares in Austria have been 
brought into line with the lower ones applying in the old 
Reich, and wages have been correspondingly improved. 
Although traffic has greatly increased on the Austrian 
routes, it has not increased sufficiently to cover the loss 
incurred by this process. Expenditure rose out of propor- 
tion to the greater traffic dealt with. This was partly 
owing to the want of accommodation and consequent de- 
crease in efficiency. A total figure is, however, not yet 
arrived at. About 70,000 more staff were employed on 
the older lines in 1938, and, including Austria and the 
Sudetenland, the total personnel is expected in future to 
be 900,000. Wages, salaries, pensions and social service 
grants absorb some 3,000 million RM. yearly. A sum 
of 1,760 millions went to industry generally in 1938 for 
supplies; this figure is without mentioning the cost of 
wages for the work done on the track and in the railway 
workshops, which is expected to increase further in the 
present year. The Reichsbahn has continued to contri- 
bute considerable sums to national funds—up to 3 per 
cent. on the receipts up to 4,000 million RM. and 9 per 
cent. on anything above that, giving a total of 186 million 
RM. in 1938 for the old system. A further 273 millions, 
18 millions more than in 1937, were paid in transport 
tax. With certain other payments to the State the total 
came to 12 per cent. on the receipts. Interest, deprecia- 
tion, and other charges have again been met; the usual 
charges, including those of Austria, have fallen to profit 
and loss account. ‘There were no new loans during the 
year. The method of paying through bank arrangements 
instead of by cash for certain forms of freight and pas- 
senger service, has been extended and found to be very 
satisfactory. 

The total debt of the undertaking came to 2,300 million 
RM.—about £115,000,000 at par—to which must be added 
450 million RM. for the Austrian lines. About 110 million 
RM. were redeemed during the year. The working is 
considered satisfactory for the old areas, but a loss is un- 
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avoidable at present on the Austrian lines. Nevertheless 
high expectations are entertained of a great revival of 
industry in the absorbed territory and of corresponding 
improvement in railway finances. A large amount of 
work is waiting to be done in connection with programmes 
already agreed on, such as the alterations and extensions 
to underground lines in Berlin; the electrification between 
Nuremberg, Halle, and Leipzig; the re-arrangement of lines 
in cities affected by rebuilding; the four-year plan; and 
the modernisation of the Austrian and Sudeten lines. Much 
new rolling stock is also needed. The railway cannot, 
however, finance these burdens itself, and new capital is 
called for. The railway holding in the national Autobahnen 
remains as before, and the Reichsbahn technical staff 
continues to direct the engineering work for these roads. 


* * *” * 


South Australian Government Railways 


FARNINGS of the South Australian Government Rail 
“ ways as shown in the report by the Railways Com- 
missioner, Mr. C. B. Anderson, for the financial year ended 
June 30, 1938, were greater than for any financial year since 
1928-29, and were £277,422, or 9:18 per cent., above those 
of 1936-37. Working expenses, however, increased by 
£309,049 or 1263 per cent. Industrial awards, &c., 
caused an additional expenditure of £138,643, and the 
increased price of coal and materials was another un- 
controllable factor. Operation of the new Redhill—Port 
Pirie line for almost the whole of the year added con- 
siderably to working expenses and also reduced the 
revenue owing to the shorter total haul as compared with 
the route via Terowie. Most of the increase of 504,768 
in train-mileage was necessitated by the larger volume of 
business offering and the opening of the Redhill—Port 
Pirie line. The surplus over working expenses was 
accordingly £31,627 lower, and as interest charges, &c., 
increased by £21,268, the final deficit on the year’s work- 
ing was £52,895 higher. The amount charged to capital 
during the year on construction of the Redhill—Port Piric 
line was £59,399. 

Passenger traffic, both local and interstate, was seriously 
affected by the infantile paralysis epidemic, and rail pas- 
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senger receipts fell from £592,244 to £570,769. First 
class receipts were 18-29 per cent. of the total receipts 
rail-borne passengers. Railway freight earnings (g: 
minerals, and _ livestock) rose from £2,098,591 
£2,353,025. Road motor services brought in from 
sengers £1,815 against £2,304, from parcels and 
£4,482 against £4,413, and from freight £8,070 
pared with £7,163. Receipts from rail-borne pars, 
&c., and mails were £157,610, an increase of £12,- +3 
Tonnage of wheat (765,382) was greater by 283,146 

the receipts from this source rose from £275,807 
£417,390. In general merchandise there was an imp: 
ment in quantity from 1,034,564 tons to 1,158,833 

and in receipts from £977,164 to £1,101,130. — \ 
tonnage advanced by 8-46 per cent. and wool receip‘ 
7:78 per cent. Mineral tonnage (746,129) increase: 
62,470, but the receipts of £509,075 showed a fall of 
£30,932. Bookstalls and refreshment services broug! 
£95,141, an increase of £2,728. General results are 


pared in the accompanying summary :— 
1936-37 1937 
Miles open 2,529} 2,55 
Train-miles - a 5,606,353 6,111 
Rail passenger journeys .. i 17,776,629 17,632 
Rail-borne goods, tons 2,232,999 2,705,¢ 
Average haul, miles 131-02 | 
Operating ratio, per cent. 81-0 83 
} ri 

Capital cost of open lines 28,080;664 28,475,8 
Gross earnings .. a “ae 3,021,662 3,299 | 
Expenses, including pensions 2,447,549 2,756,598 
Surplus oe ae ie 574,113 542,4 
Interest, sinking fund, and ex- 

change 1,300,956 1,322,2 
Total deficit 726,843 779,738 


Passenger steam train-miles were 2,079,157, an inci 

of 38,559, due largely to the opening of tle Redhill—l 
Pirie line. In railcar miles there was an advance from 
1,420,452 to 1,545,162. Steam freight train-miles wer 
2,330,899, against 2,008,820. There were 51 railcars and 
29 trailers on the books at the end of the financial year 
A new flash butt rail welding machine has been orderc« 
from abroad, and a rail welding depot is in course ol 
construction at Mile End near Adelaide. When this is in 
operation it will be the policy to do main-line relayin; 
with rails welded into 160 ft. or 200 ft. lengths. 








LETTERS TO 


THE EDITOR 


(The Editor is not responsible for the opinions of correspondents) 


Comfort and Coach Weights 


o7 


London, January 27 


To tHE Epiror oF THE RAILWAY GAZETTE 

Your correspondent “‘ Scrutineer,’’ in your issue of 
January 13, jumps to the conclusion that my letter pub- 
lished in your December 23 issue recommended an arrest 
of the deve lopment of passenger travel amenities in the in- 
terest of the locomotives, but nothing in my letter could 
bear any such construction. My contention was that punc- 
tuality of operation should be the first consideration, and 
that in these days of greatly increasing speeds it is the rapid 
rise in the weight of coaching stock that needs to be arrested, 
‘if it is possible to do so without sacrifice of comfort,’’ or 
still greater locomotive power will be essential. How this 
reduction in coach weight might be brought about is ably 
argued by Mr. C. W. Sharp in his letter published in your 
January 27 One wonders if it is sufficiently realised 
that whereas the L.N.E.R. standard vestibuled coaches of 
the latest type weigh about 32 tons each, those built for the 


SIR,- 


issue. 





Flying Scotsman and Hook Continental weigh from 37 to 
39 tons each; and as far as can be seen most of the increase 
is due to the forced ventilation equipment, which is not 
even full air-conditioning. The price paid for this develop- 
ment in added locomotive power output seems very great, 
if not disproportionately so. 

Your correspondent ‘‘ Scrutineer’’ quotes records of the 
running of the Flying Scotsman between December 1 and 20 
—three weeks only out of the three months’ working to 
which my letter referred—and instanced some remarkable 
locomotive performances during the former short period. 
But even so he says not a word as to the number of occa 
sions on which the famous train arrived precisely to time at 
destination in both directions. Since my previous letter was 
written I have revised my opinion as to what the remark 
able ‘‘ A4”’ streamlined Pacifics of the L.N.E.R. can do 
in maximum conditions such as these, but there are still 
considerable differences between the performances of different 
engines and drivers, and after a number of trips since the 
beginning of October I am still waiting for a dead punctual 
arrival at King’s Cross. In reference to the letter ol 
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nts would require an article in itself. 
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itas’’ in your August 15, 1938, issue, also, it is pecu- 
irritating to run into Newcastle and Darlington on the 
lying Scotsman before time day after day, because of 
nduly easy booking of the train from Berwick to Dar- 
n, and to have to wait time’’ at both stations, 
ng that those precious minutes are desperately needed 
of York, and that we shall almost certainly be late 
London if signal and permanent way slowings are en- 


red, or the slender time allowances at York and 
1am are exceeded. 
CRITICOS 
The “Square Deal’? Campaign 
Rossington Road, 
Hunter’s Bar, 
Sheffield 
February 2 
To tHE Eprror oF THE RatLway GAZETTE 
The reply of Sir William Wood to your corre- 


lent Mr. Barclay in your issue of January 27 typifies 
attitude of railway officials towards well-intentioned 
isms from the public. He says that “it is suggested 
no adequate attention is given to cleaning, heating, 
ventilating passenger equipment. With that I totally 
ree.” He does not answer the suggestion; he reduces 
» a matter of opinion. It is apparently impossible for 


4 


public to know what it wants; only an administrative 
ial of a railway can know that; and he learns by 
lling, whenever he likes, with a first class pass or 


illion over the lines of the company that employs him. 
class passengers who pay the first class fare represent 
1-39 per cent. of all fare-paying passengers, but he 
els free. 
railway managers had to travel third class and pay 
ire for every journey they made out of their own pockets 


everybody else, their views might accord more closely 


those of the public they profess to serve. 
I am, Sir, 
Yours truly, 
R. BUTLER 
‘answer a suggestion ’’? Mr. Barclay, in 
etter in our January 20 issue, made a sweeping state- 
it (unsupported by any _ specific instances) that no 
quate attention was given to cleaning, heating, and 
tilating passenger equipment. With this allegation, Sir 
ham Wood, in our issue of January 27, said he totally 
greed. To describe in detail the company’s arrange- 
That a criticism 
well intentioned ”’ is no guarantee that it is either fair 
curate. The percentage of first class passengers given 
Mr. Butler is incorrect, as it fails to take into account 
class season ticket passengers. The correct percentages 
9-31 per cent. of receipts and 3-56 per cent. of num- 
Ep. R.G.}] 


How can one 


A Unified Colonial Railway Service 
December 19, 1938 
To THE EpiTror oF THE RaILway GAZETTE 
ik,—The article contained in your issue of November 25, 
Sancho Panza, endeavours to resuscitate the moribund 


iains of the quixotic notions so battered by the articles of 


15 and September 23.* If those two articles did not 


tribute anything against the so-called unification, then 


lish has lost its meaning. The question is asked, ‘“ Why 
the action advocated not been taken before? ’’ It is 
ably due to the fact that the divergences are of so little 
importance that they justified neither the time nor the 
ey involved in co-ordination. 

state that ‘‘ there was no one in London to co-ordinate 
views of the railways or with sufficient technical know- 


e to enforce a policy ’’ is staggering. Is one really asked 


believe that out of a population of millions, no one has 


technical knowledge to make one Colonial railway show 


tters and articles debating this subject have appeared in our issues of May 13, 


15, August 5, August 19, September 23, November 25, and Decewber 23,!last 
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that 2 + 2 = 4, in the same way and on the same page as 
another? The success of the Kenya & Uganda Railways is 
due to able management, freed from direct Government con- 
trol, more than to ‘‘ commercialisation.’’ Moreover, careful 
study of the annual reports for years back, illustrates the 
favourable geographic circumstances in which the railway 
system is set. So favourable, indeed, that given the able 
management referred to, it would be difficult not to be a 
success. A veritable railway paradise; an average haul of 
414 miles, protected by rigid control of competition, £836,000 
(one-third of its goods receipts) earned from 75,256 tons in 
the higher class rates and, in Classes 1 to 3, an average re- 
ceipt per ton of £16 5s. 

Your contributor is correct in his reference to the ‘‘ intelli- 
gent clerk.’’ It would be most disrespectful for an intelli 
gent clerk to dictate to a general manager, lying down. The 
clerk should, of stand up. “‘ Intelligent Clerk ”’ 
appears to have been used as a figure of speech, to differen- 
tiate between the superb being suggested in the rosy dreams 
originally propounded and the occupant of what your con- 
tributor so fittingly defines as a ‘‘ co-ordinating post office.’’ 

Yours, &c., 
AN AMUSED ONLOOKER 


G.E.R. Revised Train Service of 1914 
Superintendent Eastern Section 
(Southern Area), 
London & North Eastern Railway, 
Liverpool Street Station, E.C.2 
February 7 
To tHe Epiror or THe RatLway GAZETTE 

Sir,—In his letter of January 25, Mr. J. L. B. Sams refers 
to a timetable which was put into force on the Great Eastern 
Railway in the autumn of 1914 when Sir Henry Thornton 
was General Manager. Mr. Sams writes as though you had 
said in a leading article on July 22, 1932, that the revised 
train service ‘‘ enabled one to travel about the Eastern 
Counties so conveniently, the like of which we never had 
before and never likely to have again.’’ Actually your 
leader writer had heard a traveller make this remark and 
wisely refrained from expressing agreement. 

The facts are that this timetable was based on a spacing 
out of main-line and other trains—which is by no means 
always what the public wants—and a severe cutting down of 
running, station, and junction times. The service ran for a 
few months but the schedules did not work well; punctuality, 
for which the Great Eastern had always been noted, fell off 
seriously; and complaints were rife. Wartime requirements 
then called for numerous curtailments of mileage, and gave 
an opportunity for recasting the timetable. At the end of 
the war a service was put into operation which had little in 
common with the timetable of 1914, but which, I venture to 
think, met the public requirements far more effectively. 

Yours faithfully, 
H. H. MAULDIN, 


course, 


Superintendent 








Speed and the Swindon Refreshment Room 


Mr. E. T. MacDermot, the author of the 
Great Western Railway,’ has pointed out to us that in our 
short article last week on the Swindon Refreshment Room, 
the phraseology created the impression that when the ten- 
minute refreshment stop at Swindon was reinforced on 
January 26, 1846, it prevented the 43-hour schedule between 
Paddington and Exeter being maintained. Actually, as he 
points out on page 644 of Vol. 1, Part II, of his history, 
“Gooch came forward and undertook that his engines, still 
the 7-ft. singles of 1840, should make up the time lost. The 
trains were of course very light, according to modern ideas 
at any rate, seldom exceeding 50 tons although they carried 
second as well as first class passengers. A new 44-hour time- 
table was accordingly drawn up and remained in force till the 
end of November, 1847.’ Incidentally, the data which 
formed the basis of the notes we published last week were 
obtained from Mr. MacDermot’s well-known volumes, but 
through an oversight their source was not acknowledged. 


“History of the 
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PUBLICATIONS RECEIVED 


High Iron : A Book of Trains. By 
Lucius Beebe. London: D. Appleton- 
Century Co. Inc., 34, Bedford Street, 
W.C.2, and New York. 11} in. 8 in. 
225 pp. Illustrated. Price 18s. net.— 
This striking volume is, we are told, a 
record of ‘‘ some of the more arresting 
aspects of the most heroic of American 
sagas, the legend of railroading. It 
concerns itself with the magnificence, 
the romance, and the grandeur of steam 
and steel and speed.’ The book is 
primarily a pictorial record and in this 
connection we are reminded that none 
is more exacting than the fastidious 
collector of locomotive and train pic- 


tures The assemblage of photographs 
within *these covers is claimed as 
amongst ‘“‘the most dramatic action 
pictures in their field.’” Of this kind of 


there is any amount 
clouds of billowing smoke, the vast 
\merican scale of unleashed power, 
sleekness, and real beauty in the latest 
streamliners—all this leaps to the eye 
in page after page of trains making 
speed across the great North American 
continent. There are other kinds of 
photographs, too, as is indicated by the 
chapter headings to the limited amount 
of explanatory accompanying text 
Pioneers, Speed, Power, and De Luxe. 
Included in the book is a list of the 
devices and insignia (with line illus- 
trations) of the principal North American 
railroads, a glossary of slang and staff 
terms, and a bibliography of American 
railway books. 


photography 


Latvijas Dzelzceli (The Railways 
of Latvia), 1918-1938: 518 pages, 
10? in. 8 in. 191 half tone illustra- 
tions in the text, 12 plates of State 
officials and staff, 60 maps and diagrams. 
Riga, 1938. Issued under the authority 
of the General Manager of the Latvian 
State Railways.—This handsome volume 
has been published to commemorate the 


first twenty years working of the 
railways since the State of Latvia 
became independent. It opens with 


particulars of the damage done to the 
railways during the war and the condi- 
tion of affairs when Latvia was con- 
stituted and faced with the task of 
restoring them to working order. This 
is succeeded by chapters describing 
the extent of the lines, single and 
double line sections, and the mileage on 
the different gauges, with an outline 
of the system of administration. The 
permanent way, with particulars of 
rail welding, relaying, &c., level cross- 
ings, bridges, station buildings—many 
pleasing appearance station 
gardens, and _ surroundings, 

with some fine installations, 
both power and mechanical, on the 
German _ principle—telephones, _ tele- 
graphs, locomotives and rolling stock, 
running sheds and repair shops, and 
associated services are then described. 
Further sections deal with fuel, main- 
tenance work, train services, tickets, 


of very 
layouts, 
signalling 


publicity and commercial organisation, 
management, 


traffic finance, staff 





matters, and the various health, social, 
and recreative services. There are 
also chapters on road motor facilities 
and historical topics, with maps showing 
the development of the railways in the 
present territory of Latvia. The volume 
is beautifully printed and bound, and 
is a worthy tribute to the efforts made 
by this young Baltic state to create an 
up-to-date transport system. Our only 
regret is that it is not translated into 
and published also in some _better- 
known language. 


Rhymes of a Railwayman. By 
Henry Moss. _ Bristol, 1938: J. W. 
Arrowsmith & Co. Ltd., Quay Street, 
and Small Street. 8} in. x 5} in. Price 
6d. net.—Publication of this volume 
coincided with the retirement of its 
author, who had been for forty-nine 
years in the service of the Great Western 
Railway. The poems are selected from 
his work at large, with the intention 
of presenting them to a wider public 
than has been able to enjoy them in the 
local press. A few are inspired by 
railway subjects, such as the retirement 
of a porter, the death of a station cat, 
and—couched in a galloping rhythm— 
the non-stop London-Plymouth run of 
City of Bath on July 14, 1903. For the 
most part the verses are philosophical, 
and, while somewhat pessimistic over 
the present organisation of human 
society, are in the form of queries rather 
than denunciations. The influences he 
blames for the fact that ‘‘ humanity 
gropes in a terrible rut’’ are human 
selfishness and greed, but he is content 
to make this as a statement of fact 
without exhortations to improvement 
or repentance. Mr. Moss is at his best 
when writing in the language of every- 
day conversation, which he manipulates 
well into a lively style of verse that 
very rarely does violence to the normal 
accentuation of syllables. 


Swiss Federal Railways Calendar, 
1939.—This publication of the Swiss 
Federal Railways, especially interesting 
this year in view of the forthcoming 
national exhibition at Zurich, takes the 
form of an illustrated record of the varied 
phases of this administration, impor- 
tant both nationally and internationally. 
The front cover, both unusual and 
striking, shows a Swiss railway signal in 
the “line clear’’ position. Prominence 
is given in the calendar to the compre- 
hensive goods transport facilities offered 
by the management. Electrification 
of the lines now comprising the Swiss 
Federal Railways was begun before the 
war, and such has been its progress 
that now 2,147 of the 2,832 miles 
administered are worked by electricity. 
On several pages the pithy comments 
in French inform the reader of the great 
benefit that the national economy has 
derived from the reduction in coal 
imports ; in 1937 coal to the value of 
only fr. 4:5 millions was imported. 
The progress of the electrification policy 
could be judged by studying the illus- 
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trations alone ; there are many pict 
of electric locomotives and rail 

but only one or two in which steam 
locomotives appear. Of special i 


neering interest are the illustration- of 
the new Aar bridge, the largest strix ¢ 
of its kind in Europe, and that of a trsin 
traversing one of the remarkable 5 


at Wassen. 


Osira Lamps.—We have rec: 1 
from the General Electric Co. Lt n 
illustrated folder giving details « 
firm’s fluorescent and non-fluors 
Osira lamps. Fluorescent lamp 
now be obtained in three rating 
80-watt, the 125-watt, and the 


watt. The low-wattage variety is 

able for factories, street lighting d 
quayside installations. Non-fluorescent 
lamps are used more particular] it 
installations where the colour of (he 


light is not so important a consideration 
Particulars of chokes and condensers 
are given in the folder. 


Electric Motors and Control Gear. 

We have received from the British- 
Thomson-Houston Co. Ltd., Rugby, a 
copy of the firm’s latest price t, 
giving the chief ranges of a.c. and <.c. 
motors and control gear. This publica- 
tion is presented in abridged form it 
within the compass of 56 pages it has 
been found possible to schedule hori 
zontal foot mounted, vertical, and over- 
hung motors. Furthermore, it includes 
control gear ranging from the simplest 
direct-on-line starters for the smaller 
motors to control pillars up to 200 h.p 
In a brief introduction, however, it is 
stated that a listed motor may not, 
perhaps, be quite what is required for a 
particular application ; those intending 
to order should always give their own 
special requirements. The publication 
is divided into seven sections, 
separated by a thumb-index tab, an 
arrangement which simplifies the iden- 
tification of the desired range. 


each 


Water-Tube Steam Boilers.—\\e 
have received from Babcock & Wilcox 
Limited, London and _ Renfrew, a 
catalogue of water-tube boilers and 
associated equipment for industrial 
installations. The Babcock & Wilcox 
water-tube boiler is manufactured in 
sizes from small portable units up to 
large boilers for electric power stations 
and similar duties. All types are 
generally the same in principle, with 
one or more steam and water drums 
connected to inclined tube sections, the 
whole circulating system having the 
form of a ‘‘U”’ tube. A patent super 
heater is normally formed integrally 
with the boiler, but an independently 
fired type is available where the other 
form of fitting is inconvenient, or 
where it is desired to superheat exhaust 
steam. An alternative form of water 
tube boiler is the cross type, the layout 
of which is such that the components 
are all of relatively small dimensions 
and easy to transport. The catalogue 
also gives specifications of economisers 
(feedwater heaters), chain grate stokers, 
and soot blowers. 
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THE SCRAP HEAP 


,ANDITS BEHEADED IN GERMANY 


ding to Reuters, two train 
were sentenced to death by 
another was sent to prison for 
| two’others received 12 years’ 
rvitude each at Halle, Germany, 
ek The bandits were tried for 
up and robbing a goods train 
juary 27 in which two officials 
severely wounded by revolver 


* * * 


Canadian Pacific Railway claims 
rd for a ticket sold recently to a 
\lice Johnston, who is now on a 
ing tour of Canada. It measures 
11 in. in length—or should it be 
t? By the time it dwindles to 
iw at 11.10 a.m. on March 31, 
Johnson will have visited 80 towns 
ities between Montreal and Vic- 
Vancouver Island, and made use 
lway, sea, and air services. 
x * * 


ver John Curran, of _ the 


[.S.R., retired on January 31 after 


vears’ rail service, during which 
d driven the Coronation Scot, the 


1 Scot, and the Night Scot. In 
sreat war he drove troop and 
ilance trains on the L.N.W.R 


line between Carlisle and Crewe. 
r Curran, whose son is a fitter at 
sle, announced that he would now 
ttle down to a quiet life.”’ 
% * % 
COURTESY 


1¢ never sees any “‘ hits ’’ at road 


sport in the railway magazines: 
n why yours and all the others for 
ths past? Fair play does not 
our slanging matches, especially 
sided ones. I am not biased in 


ir of the railways; indeed, I have 
t more money on road travel than 
would have had I had a 
lar railway season. Nor am Ia 
tering old nosey parker—I am 235, 
tudent of road _ transport. 
Saturday I am going down to see 
last of an old railway; sentiment? 
sie Apart from sentiment, I 
I shall receive every courtesy 
the porters and stationmasters. 
bitterness about road transport; no 
ind your own business.’’—From a 
by Mr. K. H. Koop to the editor 
ne of the trade journals serving 


commercial motor transport 
isty Vv. 
* * * 
[ETROVICK AT THE PANTOMIME 


ie hexagon trade mark of the Metro 
Electrical Co. Ltd. re- 
lv underwent a temporary change. 
aught the pantomime spirit and 
me a geometrical ‘‘ cat’’ inorder to 
w the varying fortunes of “ Dick 
ttington ’’ for a week at the Palace 
itre, Manchester. This angular 


it’ adorns the cover of a souvenir 


issued free to each of the M.V. 





employees and their relatives attending 
the theatre on the evenings of January 
30 to February 3. At each of these six 
performances the entire theatre was 























the Metropolitan-Vickers 


booked 
Electrical Co. Ltd., and the workpeople 
and staff and their relations occupied 
every seat in the house from the balcony 
to the boxes. 


by 


* * * 


“ Strike a light! ’’’ the foreman said, 
“The shunter must be crazy, 
A match-truck next toa petrol tank, 
For Sparkford and St. Blazey !”’ 


% ie % 


MISSING ENGINE DRIVERS 

In Bond Street today I looked into 
the exhibition, at Sabin’s Gallery, of 
Coaching and Railway Prints. Save 
for a few which are often reproduced, 
early railway prints are surprisingly 
rare, and here was an unusually fine 
collection. Most of the coaching prints 
were by James Pollard, who, although 
not always accurate in detail, was the 
most prolific artist of stage-coaching in 
the early 19th century. I especially 


noticed his ‘‘ Stage Coach with the 
News of Peace,’’ published in 1815, 
showing a coach, with red and blue 
banners flying, crossing Rochester 


Bridge amid cheering onlookers. 
Among the railway prints is a 
coloured aquatint of the London & 
Greenwich Railway—the first railway 
in London—which was built on arches 
for its entire length cf 3} miles. This 
view, dated 1834, shows Corbet’s Lane, 
which was London’s first railway junc- 
tion to be equipped with a railway sig- 
nal. Locomotives in the ’thirties some- 
times proved difficult for the artists 
who, perhaps, were seeing them for the 
first time. In one pastoral setting two 
trains are shown, the wagons loaded 
indiscriminately with goods, straw, 
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very wooden soldiers packed like sar- 
dines, and fat cattle—and both the 
locomotives are driverless.—From the 
** Yorkshire Post.’’ 


* * * 





It has now been definitely decided to 
construct a line of railway between the 
towns of Newbury and Lamborne, in 
Berkshire, which will place the magni- 
ficent horse-training and coursing downs 
at Lamborne in direct communication 
with all parts of the country.—The 
Train, February 13, 1885. 

This branch is now worked by the 
A.E.C. diesel railcar No. 18, which hauls 
goods trucks or a trailer as required. 

* * * 

CARS SUGGESTED IN 1846 

Speaking of a proposal for a railway 
restaurant, the Bristol Gazette says— 
‘“The invention consists in the con- 
struction of some newly-formed car- 
riages, so as to constitute a sort of 
travelling caffe, or railway restaurant, 
to be placed in the rear of the carriages, 
which are to be so constructed as to 
open into one another to any extent, 
enabling waiters to travel along the 
train, and relieve the ennui and hypo- 
chondriacism, so inseparable from rail- 
way travelling, by supplies from a loco- 
motive larder at the other end. A bill 
of fare, showing what the refectory 
contains, is to be posted in each car- 
riage; so that passengers, first, second, 
and third, may at any time stay the 
rage of hunger. Bells are to be at the 
command of the passengers, toannounce 
their wants to the waiter, who will 
travel to them along a narrow passage 
alongside the interior of the carriages 
constructed for the purpose. Should 
the proposed plan, which had its origin 
at Hull, be adopted, railway travelling 
may be ranked among the beatitudes.’’ 
—“* The Railway Times’’ of April 18, 
1846. 


RESTAURANT 


* * * 


In addition to 100,000 killed, over 
3,000,000 persons have been injured in 
road accidents since the great war up 
to the end of 1937. This figure ex- 
ceeds Britain’s total casualties in the 
war. On an average 19 persons are 
killed every 24 hours of the day. In 
the year ending March 31, 1937, 539 
accidents, in which persons were killed 
or injured, were caused by vehicles 
that were never traced. These striking 
figures are taken from literature 
supplied by the Pedestrians’ Associa- 
tion, 3, Tudor Street, E.C.4, which is 
appealing for more members to help 
in its fight against road deaths. 


‘Sunshine Line’ Breaks 


Rail Gloom 


A heading from ** The Evening Standard”’ city page on February 6, announcing 
the payment in full of the 5 per cent. dividend onthe Southern Railway preferred 


ordinary stock. ‘* Railway stockholders were generally cheerful today 


” wrote the 


City Editor in recording the announcement 
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(From our special correspondents) 


INDIA 


Deliberate Train Wreck 

[In the news columns of our issues 
of January 20 and 27 we briefly de- 
scribed the serious derailment of the 
Howrah—Dehra Dun express on the 
E.I.R. Grand Chord line at soon after 
3 a.m. on January 12. Our corre- 
spondent goes further into this matter 
below—Eb. R.G.]. A short time after 
the derailment fire broke out in the five 
capsized coaches, four of them being 
gutted, and it smouldered for 38 hr. 
Telegraph wires were damaged by the 
intense heat and had to be replaced. 
rhe Senior Government Inspector, who 
proceeded to the with the 
General Manager and other officers of 
the railway, immediately after the 
accident, held an inquiry on the spot. 
His conclusion is that there can be 
no doubt as to the cause of the acci- 
dent. A _ rail had been deliberately 
opened out and moved out of position. 
As only the up line was blocked, single- 
line working was established over the 
down line, and 4 down Bombay mail 


scene 


reached the scene about 4.50 a.m., 
bringing medical aid and other 
issistance. Through double-line run- 
ni was restored on January 14 at 


ng 
5.52 p.m. Owing to previous recent 
derailments on the main line, night 
patrols have been guarding it for some 
time back, but the train-wreckers now 
ippear to have shifted the scene of 
their operations to the Grand Chord 
line. (See article and illustrations on 


pages 236 and 237 ) 


Incivility of Railway Staff 
The Railway Board places 

siderable importance on the railway 
passenger's reaction to his treatment 
by the railway staff, and has directed 
that, in addition to the efforts of the 
railway administrations to inculcate 
in the staff the necessity for prompt 
and courteous service, special steps 
should be taken to deal with all em- 
guilty of incivility. Such 
which have been approved 
by the Central Advisory Committee for 
Railways, include the extension of the 
existing system of complaint books, 
ind the introduction of a suggestion 
book in public rooms at important 
stations, the issue of personal appeals 
and general and departmental circulars 
to the staff to pay prompt attention 
to the travelling public, and a thorough 
analysis of complaints from the public. 


con- 


ploy ees 


measures, 


Rolling Stock User 
The board does not agree with the 
finding of the Wedgwood Committee 
that there is an excess of rolling stock 
on Indian railways. Nevertheless, it 
has instituted measures for the im- 


provement of availability and utilisa- 
tion of stock. 
duty 
servicing 


A mechanical officer on 
has inspected the loco- 
facilities on several 


spec ial 
motive 





railways and has suggested desirable 
improvements. The Chief Mechanical 
Engineers of State-managed railways 
have discussed the possibility of certain 
types of pooled wagons being repaired 
at the nearest workshop of a State- 
managed railway, at the time they fall 
due for repair regardless of ownership. 
A scheme of pooling periodical over- 
hauls of pooled wagons on _ State- 
managed railways will shortly be tried 
out, tentatively for six months. 

The analysis of data relating to 
wagon defects has recently been com- 
pleted and will shortly be considered 
by a special committee. The Railway 
Board has under consideration the 
replies received from all broad gauge 
railways, which were asked to review 
the uneconomical wagon position and 
to submit proposals for reconditioning 
when this course could be shown to be 
financially advantageous. A decision 
has already been made in favour of 
reconditioning 4,000 high capacity un- 
economical wagons belonging to the 
3engal—-Nagpur Railway. Railways 
have been asked to overhaul existing 
repair schedules with a view to reduc- 
ing the period for which rolling stock 
is under repair at workshops. The 
board considers that the economies 
which would be effected do not warrant 
the adoption of the Wedgwood recom 
mendation that all coaching stock 
bodies should be constructed’ at 
Matunga, Lillooah, and Kanchrapara. 

Unprofitable Branch Lines 

The position in regard to unprofitable 
branch lines is reviewed annually. It 
has been decided to dismantle at once 
a portion of the Agra-Bah section of 
the G.I.P.R. The remaining portion 
will be left untouched for the present 
and results further watched. 

Standard of Signalling 

A committee was set up in 1936 to 
examine the standards of signalling 
with a view to lowering them where it 
was possible to do so without infringing 
the minimum requirements for safety. 
The report of this committee, with a 
few slight modifications, has _ been 
adopted, and railways are now work- 
ing in accordance with its recommenda- 
tions. A further committee will meet 
early in 1939 to investigate the costs 
of signalling equipment. 


CANADA 


Air-conditioning for Secondary Lines 

Air-conditioning of passenger cars for 
the secondary lines of the Canadian 
National Railways is to be undertaken 
at once with 76 passenger coaches and 
other cars in the first order, according 
to an announcement made on Janu- 
ary 18 by Mr. John Roberts, Chief cf 
Motive Power and Car Equipment of 
the railway. The work of adding air- 
conditioning equipment will be done in 
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the shops of the railway, 20 « 
being equipped at Moncton, New FP iins- 


wick, 8 parlour cars, 2 compartment 
observation buffet cars, and 3 <! jing 
cars at London, Ontario, and 28 p- 
ing cars at Winnipeg. All mai: 1es 
of the Canadian National are noy ing 
air-conditioned rolling stock for . 
ger service and it is intended to give 
the same service on the lesser ‘ines. 
BRAZIL 
Viacgao Ferrea do Rio Gran: 
do Sul in 1937 

After a lengthy absence, Dr. O lio 
Pereira once again resumed his ties 
as General Manager of this railw in 
1937. Its working during thai ar 
was characterised by record r pts 
amounting to 100,314 contos, ard as 
expenses were 87,135 contos, the er 
ating ratio was 86-86 per cent. These 
figures compare with 87,347 contos, r 


ceipts, 75,145 contos expenses, and an 
operating ratio of 86-03 per cent. for 
1936. Other working figures compare: 
as follow :— 


1936 1937 pe 





Passengers 1,679,334 2,061,273 22-74 
Passenger receipts, 

contos 14,610 5-20 
Parcels, tons 29,039 1-08 
Parcels receipts, 

contos 3,587 3,937 1-78 
Animals, tons 70,210 94,512 34-6] 


Animal receipts, 


contos 3,336 4,939 18-05 
Goods, tons 1,284,946 1,392,019 8-33 
Goods receipts, 

contos oe 54,782 59,783 9-13 
{d-valorem re- 

ceipts, contos... 6,319 7,492 +18-56 
Miscellaneous re 

ceipts, contos... 4,713 5,870 24°55 


On the side of expenses, staff, total 
ling 13,618 employees, accounted for 
46,650 contcs, against 40,010 contcs in 
the previous year, and material cost 
40,485 contos compared with 35,135 
contos in 1936. Finally, therefore, re 
ceipts gave a net increase of 14-85 per 
cent. over 1936, and expenditure was 
higher by 15-96 per cent., leaving the 
net balance 8-01 per cent. higher than 
the previous year. 

Features of the year’s working were 
a further extension of road feeder ser 
vices and the interchange of passenger 
traffic with the Ferrocarril Central del 
Uruguay via Jaguarado-Rio Branco, in- 
augurated on September 15, 1937. 


New Locomotives, Wagons, 
and Railcars 

The addition of 11 new locomotives, 
300 open and 100 covered wagons, and 
15 tank wagons, relieved the acute 
shortage of stock and gave rise to a 
feeling of optimism in regard to traffic 
possibilities in 1938. It was, further- 
more, expected that the new location 
of the Barreto-Gravatai line together 
with the opening of the new line from 
Santiago to Sao Borja, favouring better 
loads, would do much to relieve con- 
gestion on other parts of the railway, 
and so attenuate the difficulties aris- 
ing from the shortage of wagons. The 
order for the locomotives was placed 
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with the Berliner Maschinenbau A.G. 
\ ils L. Schwartzkopff), and that 
for the wagons went to the Belgian 
S é Anonyme des Ateliers de la 


Dvle, at Louvain. A further order for 
m. of rails and fittings was placed 
with the United States Steel Products 
Company. These purchases were made 
{ ost of 38,000 contos of reis. 
Tvopenas type Bessemer steel con- 
verter was installed at the Santa Maria 
shops during the year, and is the first 
steel smelting plant in the State of Rio 
;rande do Sul; the only other States in 
3razil possessing such installations are 
Rio, Sao Paulo, and Parana. 
i. result of the popularity of the 
r ir _-services, three new _ vehicles 
put into traffic during the year, 
each with accommodation for 32 pas- 


vers. A further three similar rail- 
and two more with accommoda 
tion for 36 passengers and baggage 


under construction, bringing the 

total number on the railway to 20. 
New Lines Opened and Building 
New lines opened for traffic in 
luded: (a) the Barreto—Gravatai de- 
tion, 60 km.; (b) the Santiago—Sado 


Borja line, 163 km.; and (c) the line 
from Girua to Cruzeiro, 23 km., bring- 

the total iength of line open for 
traffic to 3,351 km. at the end of 
December. New lines under construc 


tion were: (a) a branch line from Bento 

Goncalves to Verissimo de Matos 

vhich will form part of a future trunk 
from Porto Alegre to Passo Fundo 


ind is considered highly important 
from a military standpoint—(b) the 
Pinhal—Cruz Alta deviation; and (c) 
the Alegrete—Quarai_ branch line. 
Work on the Villa Nova—Matadouro 
line has been suspended. 
Worst Accident in Brazil 
\ serious accident occurred in the 


rly hours of the morning of Decem 
ber 19 near Barbacena, in Minas 
Geraes, on the Central of Brazil Rail- 
way. Two trains, one a goods, and 
the other a passenger, met in a head- 
on collision between the stations otf 
Jodo Ayres and Sitio, and as a result 
the first three coaches of the passen- 
ger train were reduced to a mass of 
splintered wreckage. The death-roll 
was officially reported as being 42 and 
lore than 70 passengers were injured, 
many seriously. The passenger train 
onsisted of 11 coaches, of which two 

re completely filled with Bahian 
emigrants, and a third occupied by the 


lffonso Arinos Boy Scouts, of Bello 
Horizonte. The drivers of both trains 
were seriously injured and the firemen 


were killed. 

Single-line working in Brazil is con- 
trolled by written line clear ticket 
siven by the station staff to the driver 
f any train, allowing him to prcceed 


( 


to the ‘next station, and at the en- 
quiry in connection with this accident 
it was established that a previous 
freight train had left its line-clear 
ticket at Jodo Ayres station, and 
this was picked up by the driver of 
th 


second train by mistake, causing 
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him to enter the section ahead already 
occupied by the oncoming train in the 
opposite direction, and the subsequent 
collision with it, whereas the crossing 
of the two trains should have taken 
place at Jodo Ayres. 


ARGENTINA 
Railway Earnings During 1938 
According to figures issued by the 
National Railway Board on Decem- 
ber 31, the gross receipts of the foreign- 
owned railways during the vear 1938 
amounted to $167,398,000 gold, of which 
working expenses absorbed $136,402,200 
gold, leaving a surplus of $30,996,000 
old, as compared with $49,292,916 
rold in 1937, a reduction of $18,296,916 
gold. The number of passengers carried 
was 153,719,800, and goods transported 
amounted to 31,190,500 tons. 


7 


Jo 


JQ 


Working Results of Foreign-Owned 
Railways : First Quarter, 1938-39 
The figures just issued by the Instituto 

de Estudios Econémicos del Transporte 

relating to the working resulis of the 
foreign-owned railways during the three 
months, July-September last, do not 
indicate a propitious beginning to the 
financial vear 1938-39, the combined 
total receipts of all the privately-owned 
lines showing a reduction of $11,714,000 
paper, or 11-7 per cent., as compared 

with the corresponding period of 1937. 

The Central Argentine Railway con- 

tinues to be the chief sufferer, with a 

reduction of $7,473,000 during the 

quarter, or 24-2 per cent. The decline 
on the Buenos Ayres Western Railway 
amounts to $1,821,000, or 18-3 per cent. 
while the B.A. & Pacific Railway 

shows a reduction of $1,649,000, or 9-6 

per cent. Only the B.A.G.S.R., Entre 

Rios, and Argentine N.E. companies 

show an improved position. 

The general position may be sum- 


marised as follows: Goods: Lower 
tonnage ; longer distances; and lower 
freight per km. Passengers: More 
passengers ; shorter distances; lower 
fares. The foregoing explains why, 


despite an increase of 5-4 per cent. in 
the number of passengers carried, the 


revenue from that source is down 
by 0-8 per cent. The decline in the 
receipts is, however, mainly due _ to 


the slump in the goods traffic, the income 
from which has dropped by $10,541,000, 
or 14-9 per cent., during the quarter. 

The appended table gives the aggre- 
gate figures for all lines operating under 
national concessions (with the exception 
of the State Railways and the Cordoba 
Central) : 


First three mi 
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Only the Entre Rios, Argentine N.E., 
and Santa Fé Railways (the latter 
under the arrangement under which it 
catries a portion of the State Railways 
traffic) show an improvement in the 
tonnage of goods carried. The compara- 
tive figures under this head relating to 


the four broad-gauge lines are as 
follow :— 
1937-38 1938-39 Decrease 
rons Tons per cent. 
B.A.G.S.R.... 2,706,000 2,627,000 2-9 
C.A.R. ... 2,921,000 2012,000 31-1 
B.A.P.R. ... 1,152,000 938,000 18-6 
B.A.W.R. ... 978,000 805,000 17-7 


Che position in regard to the tons-km. 
is somewhat similar, but it is note- 
worthy that the Southern actually 
shows a small improvement over last 
year of 0-7 per cent., indicating that 
the average distance over which the 
goods were carried was longer than in 
1937. The average freight for this 
company also showed a slight improve- 
ment, the goods receipts being $510,000, 
or 3-2 per cent. higher. The goods 
receipts for the four broad-gauge lines 
during the quarter are shewn below : 


Differ 

1937-38 1938-39 ence, 
$ Paper $ Paper percent. 

B.A.G.S.R.... 15,836,000 16,346,000 + 3-2 
C.A.R. ... 21,517,000 14,800,000 31-2 
B.A.P.R. 13,509,000 12,204,000 9-7 
B.A.W.R. ... 6,707,000 5,048,000 24-7 

Passenger Traffic 

All lines show an increase in the 


number of passengers carried, the rise 
in the case of the Central Argentine 
and Southern amounting to 732,000 and 
730,000, respectively, the comparative 
figures for the four broad-gauge lines 
being as under : 





Differ 

1937-38 1938-39 ence, 
per cent. 

B.A.G.S.R 13,719,000 14,449,000 +4 5-3 
C.A.R. 12,38¢ 13,115,000 5-9 
B.A.P.R. 3,526,000 3,569,000 1-2 
B.A.W.R. 5,754,000 6,178,000 7-4 


The distance travelled, however, has 
been shorter ; thus the Central Argen- 
tine shows a reduction of 0-7 per cent. 
in the number of pass.-km. Also, owing 
to the reduction in the average fares, 
there has been a decline in the receipts 
from this source on some of the lines, 
as is shown below : 


Ditler 
1937-38 1938-39 ence, 


$ Paper $ Paper percent. 
B.A.G.S.R..... 6,521,000 6,773,000 +4 3-9 
CAR. 6,603,000 6,247,000 5-4 
83.A.P.R. 2,136,000 = 2,090,000 2-2 
B.A.W.R. 2,299,000 2,212,000 3°8 


The appended table shows the total 
receipts from all sources of the various 
Difference in 


mths of avour or 


financial year against 1938-39 
1937-38 1938-39 Absolute Relative, per cent. 

Goods : 

Tons 9,710,000 8,205,000 1,505,000 15°5 

Pon-km. 2,523,483,000 2,190,660,000 332,823,000 13-2 
Passengers : 

Number 36,352,000 38,300,000 1,948,000 + 5-4 

Pas.-km. 887,048,000 915,476,000 28,428,000 + 3-2 
Receipts : 

Goods 70,956,000 60,415,000 10,541,000 14-9 

Passengers 19,074,000 18,924,000 150,000 0-8 

Miscellaneous 10,327,000 9,305,000 1,022,000 9-9 
lotal receipts 100,357,000 88,643,000 11,714,000 11-7 
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companies, the British and non-British 
concerns shown separately : 


Differ 
1937-38 1938—39 ence, 
$ Paper $ Paper percent. 
B.A.G.S.R 25,690,000 26,470,000 + 3-0 
C.A.R. . 30,890,000 23,417,000 24-2 
B.A.P.R 17,100,000 15,451,000 9-6 
B.A.W.R 9,971,000 8,150,000 18-3 
Entre Rios 3,131,000 3,523,000 +12-5 
Argentine N.E. 2,324,000 2,533,000 4 9-0 
Total for 
British 
companies 89,106,000 79,544,000 10-7 
Santa Fé 4,104,000 3,674,000 10-5 
Cia. General 3,739,000 2,625,000 29-8 
Cent. Bs. As. 1,941,000 1,663,000 14°3 
Rosario-Pto 
Belgrano... 1,467,000 1,137,000 22-5 
Grand total 
for alllines 100,357,000 88,643,000 —11-7 


DENMARK 


New Steamers for Rail-and-Sea 
Connections 

An order has now been placed for 
the new steamer, mentioned in THE 
RatiLway Gazette of January 27, for 
the Harwich—Esbjerg service. It is 
to be built by Helsinger’s Jernskibs 
og Maskinbyggeri A/S and will be 
named Kronprins Frederik. The ton 
nage will be 4,900—against the 4,000 
of the four ships at present working 
the service-—and the speed 20} knots; 
the vessel is to be ready for service 
on June 1, 1940. It is later intended 
to build two sister ships. The journey 
time from Copenhagen to London will 
come down to 24 hr., but the full 
benefit of the improvement will not be 
felt before all vessels on the service 
are of the same speed. The passenger 
traffic on the Esbjerg—Harwich route 
has risen by 100 per cent. in the last 
ten years 

A new ship for the Hirtshals 
Kristiansand line—also referred to on 
January 27—has just been launched at 
Frederikshavn; it was named Skagerak 
1 as the result of a competition, and 
is to be finished about the middle of 
April. It will have room for 40 motor 
cars, and a single railway track aft 
will accommodate two goods wagons. 
The speed of the vessel will be 17 
knots, which will bring the duration 
of the crossing down from 7 to 5 hr. 
[he owners are the Norwegian shipping 
company, Kristiansand Dampskibssel- 


skab. 


FRANCE 

Rail and Road Co-ordination 

Supplementary regulations concern 
ing the co-ordination of rail and road 
transport have been issued in the form 
of a Decree, published in the Journal 
Officiel of January 18, 1939. This 
Decree was drafted by the Ministry of 
Public Works to codify prior Decrees 
and regulations in accordance’ with 
decisions of the Superior Council of 
Transport, acting in compliance with 
Article 3 of the Decree dated Novem 
ber 12, 1938. Such codification had 
become necessary as the prior Decrees 
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had resulted in a number of conflict- 
ing stipulations. 

Che revision undertaken by M. de 
Monzie, Minister of Public Works, 
evidently proved a complicated task, 
judging by the voluminous nature of 
the latest Decree. It extends over 35 
pages of the Journal Officiel, and com- 
prises 171 articles with many sub- 
divisions, classified under numerous 
headings relative to rail and road 
co-ordination. The Decree is signed 
by seven cabinet ministers, whose 
departments are concerned, as well as 
by the President of the Republic. In 
addition there are _ five annexes. 
Annexe V gives a model of statutes in 
28 articles relative to professional 
groups of long-distance road _ trans- 
porters 

Exhibition Train 

rhe exhibition train, organised to 
show the best methods of packing and 
stowing goods for railway transit 
[briefly described on page 243 in our 
issue of August 5 last—Ep. R.G.] was 
recently on view in Paris at the St. 
Lazare station. It was visited by 
M. Gentin, Minister of Commerce, to 
whom the exhibits were explained by 
M. Gimpret, Vice-President of the 
Administrative Board of the National 
Railways Company (S.N.C.F.), and M. 
Boyaux, Chief Commercial Manager. 
British and American packing 
methods are illustrated, and the train 
also includes containers and a_ re- 
frigerator car. During the week the 
train left on a two-year tour of the 
principal trading centres of France. 
S.N.C.F. Financial Requirements 

The S.N.C.F. in 1939 is authorised 
to procure funds to the maximum 
amount of fr. 1,039 million for its 
financial requirements and the obliga- 
tions of the former railway companies 
Advances to be made by the Treasury 
to cover the deficit for 1938 are pro- 
visionally fixed at fr. 8,115 million. 
Orders for rolling stock in 1939 may 
amount to fr. 580 million, of which 
fr. 240 million are to be paid for 
within the year. Supplementary capital 
expenditure on works is limited to fr. 
410 million. The period of five years, 
after which the S.N.C.F. must cover 
the interest and sinking fund payments 
of its loans, has been fixed to begin 
on January 1, 1940, instead of January 
1, 1939, as was originally stipulated 
when the company was formed. 


FRENCH NORTH AFRICA 
Tourist Facilities in Tunis 

For fr. 10 a card may be obtained 
by the tourist entitling him to 50 per 
cent. reductions of railway fares in the 
Regency. Each card is available for 
one month, but is renewable at the 
end of that period. 


Special Tourist Train 


Parties of 35 persons and upwards 
can have the use of a special tourist 
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train, well equipped with modern c¢ 
forts, in which the whole of Tunis m1, 
be visited in five days, with ample ti 
allowed at such places as Sousse, EF 
Djem, Sfax, Tozeur, Gorges du Seldia, 
and Kairouan, to see all the interes: 
points on its itinerary. 


I 


Moroccan Railway Deficits 


According to preliminary estim 
the deficit of the Moroccan Raily 
for 1938 is fr. 17 million. The de; 
of the Eastern Morocco lines js fr 
4,450,000, and of the Tangier- 
Railway fr. 3,000,000. The § tota 
deficit of fr. 24,450,000 is fr. 4 mi 
less than for 1937. 


— N 


MANCHUKUO 
S.M.R. Rising Income 


As the South Manchuria Railway 
already reports an increase in income 
this year of about Y.50,000,000 fron 
railway business, it is expected that 
earnings for the complete finan 
vear, ending March 31, will r 
Y.350,000,000 (about £20,000,000). T! 
estimated receipts are Y.220,000,00 
from goods, Y.80,000,000 from pass 
gers, and Y.50,000,000 from hotels 
catering, and road motor services rhe 
recent remarkable development of 
dustry in this country is the primary 
reason for the great increase, but the 
inauguration of the new through trai 
services between Korea, Manchuk 
and China is also considered to ha 
materially enhanced the income of 
system. 


> Tee GZ 


SPAIN 


Excess Profits Tax 


A new law has been promulgated by 
the Burgos Government instituting an 
excess profits tax, to be levied during 
the war on all corporative and _ indi 
vidual industry. The tax will be levied 
on all profits in excess of the average 
of those obtained during the thre 
years immediately preceding the out 
break of civil war on July 18, 1936; 
or, in the case of industries established 
since that date, on all profits in excess 
of seven per cent.; or, on the whole of 
the profits in the case of business 
transactions carried on without any 
capital. The tax will be imposed 
according to a sliding scale, and will 
be at the rate of 40 per cent. of the 
excess when this does not exceed 10 pet 
cent. on capital, 50 per cent. on excess 
from 10 to 25 per cent. and so on 
to 80 per cent. when profit exceeds 60 
per cent. The incidence of the tax 
will otherwise be subject to the ordi 
nary income tax law. This new tax 
will bear heavily on the railway com 
panies, whose profits were absorbed 
during the pre-war period by onerous 
social legislation, and who are only now 
beginning to recover their economi 
equilibrium under the trade revival in 
Nationalist Spain. 








asanaha 











XUM 


February 10, 1939 


THE RAILWAY GAZETTE 


bo 
~ 


A SIMPLIFIED RATE CLASSIFICATION IN URUGUAY 


A new scheme which provides an automatic 
goods classification designed to place rail and 
road transport on an equality 


y WING to the serious encroachment of road com- 
( ¥ petition and consequent loss of traffic, the Central 
Uruguay Railway decided, in July, 1936, to take 
drastic measures by introducing an entirely new system 
of classifying and rating merchandise, and there follows 
hereunder a description of the main aspects of this revolu- 

nary scheme. 

Outlines of Scheme 

In general terms, the scheme was designed to put the 
railway on an equal footing with lorries as regards rate 
charged and unification of load. The old system of several 
classifications based largely on the intrinsic value of commo- 
dities, each with a minimum charge (and the application 
of the highest rate where a mixed classification was con- 
cerned) left the railway at a grave disadvantage vis-a-vis 

road haulier, to whom a ton is a ton, be it of silk 
stockings or fencing wire. Moreover, the system of 
linary goods tariffs designed on the usual tapering 
irves (in force prior to July, 1936) was fundamentally 
obsolete, as it pre-supposed monopoly of transport by a 
wide differentiation between “high” and “low” grade 
ods, and charges proportionally higher for short than 
long haul. Added to this was the fact that, up to the 
time it was decided to make a change, the bulk of the 
railway’s traffic was handled at special tariffs, of which 
no fewer than 8,000 were in existence, and this unfortunate 
necessity introduced anomalies inimical to traffic develop- 
ment. The new scheme also contemplates, as a primary 
factor, the value of services rendered, 7.¢., the actual cost 
of transport, not merely the value of the article transported. 
first and foremost, therefore, the classification of 
commodities in various categories was entirely suppressed, 
and merchandise divided into two main classes consisting 
a) wool, hides, and skins and (8) all other articles ; the 
separation from the remainder of the three traffics specified 
in (a) was based on their volume or weight ratio, justifying 
the application of slightly higher rates. ' 

Very low rates were entirely eliminated, with the result 
that broken stone is now rated basically on an equality 
with general merchandise. To adjust theory, however, 
to practical fact, a sliding scale of charges was established 
varying in inverse ratio to the volume of the consignment, 
so that, with broken stone moving normally in consign- 
ments of 50 tons and above and grocery in consignments 
of from I to 10 tons, each automatically fell into its proper 
place in relation to the other, while the basic cost factor 
was retained in each case. This method is superior to 
that in which rebated rates were conceded in return for a 

nnage contract, in that it contemplates the actual 
lundamental economics of railway operation—in other 
vords, full wagon loads, full engine loads, and the reduction 

terminal and intermediate stations of the handling 
isolated" wagons. 

As a complementary measure new formule for rating 
were evolved from a study of traffic density (ton-kilometres) 
and the characteristics of lorry competition in the various 
zones served by the railway. The practical result of this 
was to make the rate per ton-kilometre higher as the 

istance from the capital increases—t.e., in the zones more 
remote from competition; to cite an example, a ton of 
traffic carried 25 km. in a zone near the capital now pays 


a considerably cheaper rate than it would for the same 


distance 300 km. further away, and the rates have been 
scaled in such a way that the sum of those corresponding 
to a number of stages is equal to that applying to the 
throughout distance. 


Evolution of Rating Formule 


1. Zone Factor “ Z.’’—The construction of excellent roads 
parallel to the railway and the exploitation of water routes 
resulted in endowing large areas of the country with new 
‘ geographical privileges ”’ in relation to other zones, and 
the rating system adopted had to be flexible enough to take 
these privileges into account, for a railway cannot apply 
high tariffs, however justifiable they may be economically, 
if a cheaper form of transport or a more direct route be 
available to traders. Therefore the zone conditions were 
assessed and expressed in terms of ratio, determined by the 
nature and routing of roads, prevalent gradients, &c., 
and relative level of lorry (or water) transport costs ; by 
keeping to ratios, the figures could be made to hold good 
for large or small vehicles, owner-driven or company- 
operated, economically worked or extravagantly handled ; 
the only premise is that, if in a given zone a lorry can 
operate at ‘““ X”’ cost, then its costs will be in the order 
of 20 per cent. higher in a zone which bears to the former 
a ratio of 1-2 to 1. Road traction ratios were determined 
by an exhaustive series of surveys; these were plotted 
as curves, and by the incorporation of such considerations 
as arose from the relative distances by road and rail, and 
from any water route virtually short-circuiting the railway, 
were Classified as ‘‘ Goods Tariff Zone Ratios.” 

As a corollary of the foregoing, the zone distance factor 
formed of zone-factor “Z”’* multiplied by distance in 
kilometres “‘ 1)’ becomes, in effect, a compensated kilo- 
metrage-table, applicable strictly geographically, and 
possessing superiority over the old kilometric scale, which 
pre-supposed equality of zone conditions throughout the 
line. 

2. Commodity Index ‘‘ I.”"—Reference has already been 
made to the abandonment of the old and complex goods 
classification and the concentration of merchandise in 
two broad categories : (a) wool, hides, skins, &c., and (0) all 
other goods. It should now be mentioned that (bd) is 
subdivided, by admitting a lower zone distance factor 
for wheat, maize, rice, &c., which, because of their bulk- 
movement and special economic characteristics, it. is 
necessary to consider as a class apart. Reference has 
also been made to the sliding scale of charges varying in 
inverse ratio to the volume of the consignment. In effect, 
this means that the first ton has a higher rate than each 
ton of the subsequent five (or ten), which in turn is higher 
than each ton of the subsequent fifty, and involves a 
variation of the commodity index “I,” covering a range 
from 3-1 to 1-9. The level of these indices has been 
determined by equating a known traffic (that of the 
previous year) in zone-ton-kilometres, so as to yield a 
given total revenue, and the relation of the indices one 
to another has been settled by the consideration of lorry- 
practice. In short, the whole thing is the result of trial 
calculations, with a view to evolving a compromise 
between high figures (advantageous to competitors) and 
low figures (sacrificial of potential revenue). , 

3. Terminal Factor ‘“‘ 1.”—All handling and terminal 
costs are regarded as constants, and added to freight 
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Map of Central Uruguay 


calculated by formula. In order to give it flexibility, 
this factor has been designated as a constant per consign- 
ment, plus a constant per 100 kilos; e.g., the rate for a 
large consignment of fencing wire would bear a given relation 
to the cost of alternative transport, yet a consignment of 
100 kilos would pay more per ton, not only because of the 
sliding scale of indices, but also by the incidence of full 
per consignment terminal. 

Che following is a working expression of the basic 
formula of the new tariffs, without taking into consideration 
the effect of the variables: I x ZD + T = tariff per 
ton in local currency. Fully expressed—i.v., taking the 
variables into account—the formula in its complete form 
would be :- 


For consignments not exceeding 1,000 kg. : 
K + WI1(ZD) + nk = Tf. 


_ For consignments exceeding 1,000 kg. but not greater 


than 5,000 kg. : 


K -- WI (ZD) + nk + W,I, (ZD) + 2,4 = Tf. 


Railway showing zoning 
For consignments of over 5,000 kg. but not exceeding 
50,000 ke. : 
K +- WI (ZD) + nk 
nok = Tf; 


WI, (ZD) + nk + Wels (ZD 


where K is the fixed charge per consignment ; * the terminal 


per unit of 100 kg. ; ZD the zone-distance ratio ; W, W,, W2 
1,000. kg., 
ke. ; 3 I,, I, the 


the weight in kg. respectively, between | 
1,001-5,000 kg., and 5,001-50,000 
commodity indices, for the same range; 2%, 
number of units of 100 kg. ; 
in pesos. 


Ny, Ney thie 


Values Assigned to Factors 


As a result of the zone surveys, the following zon¢ 
factors (ZD) were adopted : 
Z l Central—25 de Agosto 
25 de Agosto-San José 
Mal Abrigo—Colonia 
Rosario—Puerto Sauce 
Cardona—Mercedes 
Sayago—Pando 


and finally Tf the total charge 
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Pando—Minas 





7 8 \ highly competitive zone 
served by a first class 
macadamised road, 
which also drains an 
extensive area beyond 
Minas. 

7 05 San José—Mal Abrigo 

25 de Agosto—Florida 
foledo—Fray Marcos These are zones in which 
Retamosa—Treinta railway operating costs 
Tres progressively increase 
7 | Florida—Durazno t due to diminishing den 
Mal Abrigo—Cardona sity of traffic, and in 
7 |-15 Nico Perez—Retamosa which road competi- 
7 1-25 Fray Marcos—Nico tion is progressively 
Perez less intense. 
7 1-3 Durazno—Paso de Los 
Toros 
y 1-5 Paso de los T.—Tacua- 7 In these zones propor- 
rembo | tionately higher rates 
Nico Perez—Melo > can be applied to raise 
4 1-75 Tacuarembé—Rivera | the general level of the 


j average. 

should be noted that for wheat, maize, rice, &c., 
parate series of ZD coefficients is applied, using unity 
the zone factor, wherever the normal scale shows a 
hivher reading. In order to comprehend more fully the 
system of zone assessment and rating, reference should be 

de to the map of the Central Uruguay Railway. 
With regard to the goods indices (1), the following are 

the values assigned :- 


Woot, HIpEs, SKINS, &C. 
Each ton up to 10 tons et .. | In same 2-9 
Each ton above 10 tons . f consignment 2-7 
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OTHER GooDs 
First ton a - - 
Each ton of subsequent 4 tons 
Each ton of subsequent 45 tons 
Each ton of above 45 tons 


bo 
-P) 


t 


~ 


consignment 


re In same 2-3 
a 


me f 
Ko 


Terminal factors (T) have been fixed at: 
Per consignment 


a: $0-25 
Per 100 kg. or fraction .. 


$0-05 

For publicity among clients of the railway and for 
employees’ use a table was prepared for each station, 
embodying the ZD factors applicable between that station 
and all others on the system. Hence no calculation of 
any kind is necessary to obtain a coefficient from which, 
by reference to a ready reckoner, the actual freights in 
currency are extended in the appropriate column corre- 
sponding to the respective item of the goods indices, leaving 
only to be added the terminals, which obviously cannot be 
reduced to a per ton basis. 

In summarised form, the new scheme provides an 
automatic classification, spacing out, relatively 
widely, goods habitually handled in wagon or train loads 
from those normally moving in small lots. 

The new rates do not apply to interchange traffics 
with Brazil, the Midland Railway group or the State 
Railways Eastern Line ; but, with the elimination of these, 
figures illustrative of the success of the scheme show that, 
notwithstanding a heavy decrease in wheat tonnage, the 
traffics to which the new rates apply have so far given 
satisfactory increases, principally from previously low-rated 
commodities such as stone, and despite the considerable 
decrease in revenue due to lower rates from what was 
previously the highest rated traffics. 


goods 











Early in 1939 the headquarters staff of Imperial Airways will move into the new building beside Victoria station, London. 
This picture gives a rear view of the new building, showing the private railway platform to be used by passengers from 
and to the Empire air base at Southampton 
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BRITISH RAILWAY STATISTICS 02 teen ers pare ee, PT ee ae compared it 





Description Great G.W.R. L.N.E.R. L.M.S.R. S.R 
Britain* 
PASSENGER TRAIN TRAFFIC 
Number of pass. journeys (ex. season ticket holders) 102,737,084 7,127,289 | 14,488,627 23,641,343 | 18,37 1G 
Increase (+) or decrease (—) te y - 5,493,706 381,411 | 872,766 1,080,611 964 456 
Passenger receipts (excluding season ticket holders). . £4,185,087 £544,374 £858,522 £1,320,017 {886.868 
Increase (+) or decrease (—) ext =f £106,297 £3,717 - £16,731 - £34,471 £14,250 
Season ticket receipts . ap ¥ i £887,618 £51,936 £152,501 £227,759 £294 749 
Increase (+) or decrease (—) me oe £67,594 t £2,379 + £13,540 + £16,104 | {25,827 
Parcels and misc. traffic receipts (excluding parcels | 
post) : ia a 7 ie me £1,077,835 £197,181 | £333,433 £413,520 £118 205 
Increase (+-) or decrease (—) ae a £54,546 £9,982 | + £1,137 £36,606 £4.50] 
FREIGHT TRAIN TRAFFIC : 
Freight traffic (tons) (excluding free-hauled) .. a 21,583,838 5,274,327 9,806,106 9,861,430 1,203 890 
Increase (+) or decrease (—) re 7" - 2091,217 459,849 1,103,079 | 1,220,593 90) 598 
Net ton-miles (excluding free-hauled) .. re ..| 1,268,530,111 238,345,105 427,870,261 514,652,245 52,804,536 
Increase (+) or decrease (—) - , 112,355,011 — 19,031,054 40,026,449 47,910,703 2 312.647 
Average length of haul (miles) (excluding free-hauled) 58-77 45-19 | 43-63 52-19 13-86 
Increase (+) or decrease (—) an — + 0-44 4 0-31 { 0-74 : 1-43 | 1-98 
Freight traffic receipts .. ae oe ae ea £7,171,599 £1,271,700 | £2,390,643 £2,908,000 £381,144 
Increase (+) or decrease ( ) a oh £694,522 £107,620 £177,745 £352,000 28,428 
Receipts per ton-mile .. ee ~ es a 1-357d 1-28d. | 1-34d 1 -36d 1-73d 
Increase (+) or decrease (—) ve - 0-010d 0-Old. 0- 02d. 0- 04d. 0-05d 
Freight train-loads : Average train-load (tons) oe 127-38 133-86 | 131-79 125-41 99-90) 
Increase (+) or decrease (| ) of - 3-92 4-68 3-88 3-84 ai 
Net ton-miles 
Per train engine-hour oy oa ar ‘ 990-14 1,051-71 | 1,035 -97 959-64 763-33 
Increase (+) or decrease (—) aa wt } 38-86 22-54 4 28-38 60-33 15-65 
Per shunting-hour a oa ne a 898-79 796 -47 997 -07 942-33 559-86 
Per total engine-hour aa as ~ ee 471-13 453-23 508-08 475-45 322-97 
Net ton-miles per route-mile per working day i 2,800 2,797 3,001 3,289 1115 
Increase { ) or decrease ( ) aA ‘ 236 220) 262 288 3 
Wagon-miles lotal 4 As a ; a 366,096,731 65,924,378 130,448,297 151,916,277 17,495,810 
Increase ( or decrease | ) : te 17,041,845 3,245,085 4,925,792 8,271,287 282 996 
Percentage of loaded to total ‘ ea we 66-95 68-35 64-30 68 -56 67-46 
Wagons per train Total ' i 7 . 34-60 34-36 35-32 34-58 31-46 
Increase (+) or decrease | - eg + 0-24 0-27 . 0-55 + 0-21 0-16 
Loaded oe ; ; - gi es 23-16 23-49 22-71 23-71 21-22 
Empty ot ies a ae os we 11-44 10-87 | 12-61 10-87 10-24 
rrain-miles. Coaching—Per train-hour ; a 15-22 14-09 14°31 14-40 18-36 
Per engine-hour ; ae 12-26 11-21 11-05 11-09 15-67 
lrain-miles Freight—-Per train-hour . fe 9-17 9-53 9-22 8-99 9-35 
Per engine-hour si a 3-70 3-40 3°91 3-79 3-19 
Engine miles Total a Le ct _ ae 47,035,153 7,464,490 13,089,518 17,335,956 6,390,386 
Increase (+) or decrease ( ) te ne 1,239,480 220,676 422,213 638,104 i 146 408 
Vileage run by engines Tota! train-miles 
Coaching .. : ; ee x re 23,669,587 3,161,334 5,433,484 7,640,175 
Freight oe ses i : a : 10,580,015 1,918,674 3,692,823 4,393,479 
Engine-hours in traffic Total o a ~ 4,989,928 871,029 1,507,857 1,929,332 
Increase (+) or decrease ( hae . — 322,570 44,828 101,084 165,684 
Shunting miles per 100 train-miles 
Coaching .. ; a aha a es 7-37 7-10 6-69 7°75 8-23 
Freight ; : or ay = ws 70-38 83-75 64-72 65-26 92-44 


Passenger Traffic Statistics: Number of journeys, receipts, and receipts per journey (excluding season ticket holders)—October, 1938 


Subject Great G.W.R. L.N.E.R. | L.M.S.R. S.R. Cheshire Liverpool | L.P.T.B.+ Mersey 
Britain Lines Overhead 
Full fares 
Pass. journeys ..| 31,545,041 626,861 889,747 1,251,640 2,732,255 18,638 158,332 | 25,031,483 86,470 
Gross receipts ..| £906,745 (84,956 | £129,742 £134,592 | £196,316 | {2,662 1,671 £341,205 (1.501 
Receipts per pass 6-90d 32 -53d 35-00d 25-81d 17-24d 46 -85d. 2-53d 3-27d 4-17 


Reduced fares 
Excursion and 
week-end 


Pass. journeys | 38,508,813 4,035,187 8,798,374 | 13,378,313 8,602,359 386,222 85,834 1,554,385 677,985 
Gross receipts. .| £2,385,292 £358,873 £541,280 £892,938 £493,004 £22,060 {881 £33,886 £10,343 
Receipts per 
pass. journey 14-87d 21-34d 14-76d 16-02d. 13-75d. 13-71d 2-46d 5+23d 3-66 
Workmen 
Pass. journeys | 28,598,118 1,952,598 3,855,487 7,794,482 6,191,366 280,694 227,770 7,063,180 284,316 
Gross receipts. . £433,588 £30,106 £65,539 £130,878 £105,042 44,914 £1,971 £80,848 62,47 
Kec eipts per i 
pass. journey 3-64d 3-70d. 4-08d 4-03d 4-07d 4-20d 2-08d 2-75d 2 -OM% 
Other 
Pass. journeys 4,065,486 507,981 940,416 1,208,130 843,990 31,361 50,076 401,717 10,466 
Gross receipts. . £434,199 £64,439 £116,664 £149,241 £91,165 £3,793 £332 £3,821 L19S 
Receipts per : ; ; : , 
pass. journey 25 -63d 30-44d. 29-79d 29-65d 25 -92d. 29 - 03d 1-59d 2-28d 4-54 
Potal 
Pass. journeys’. .| 102,737,084 7,127,289 | 14,488,627 | 23,641,343 | 18,371,296 712,109 522,012 | 34,050,765 1,059,253 
Gross receipts ..| £4,185,087 £544,374 £858,522 | £1,320,017 £886,868 £33,616 £4,855 £459,760 £14,531 
Receipts per pass 9-78d. 18-334. 14-22d. 13-40d ‘11-59d. 11 -33d. 2-23d 3-24. "3-290 


* All standard gauge railways t Includes passengers originating on the railway undertakings, and on the Whitechapel and Bow Joint Railway 
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ROAD TRANSPORT SECTION 


This section appears at four-weekly intervals 


Tilling & British Automobile Traction Limited 
{ KESH high record in net profits was secured in 1938 
: yy this company, which is controlled jointly by the 
British Electric Traction Co. Ltd. and Thomas Tilling 


Limited. Revenue rose from £474,978 to £550,800, and 
the net profits after deduction of expenses and provision 
for income tax, amounted to £511,587, an increase of 
£69,489 over the previous year’s figure. Preference divi- 


; again take £20,000. On the total ordinary capital 
of £4,000,000 the dividend for 1938 is 9 per cent., re- 
» £96,552 more than the 10 per cent. dividend, less 
for 1987. The amount to be carried forward is 
£145,869, against £150,833 brought in. Annexed to the 
report is an interesting table showing the following in- 
vestments in associated and subsidiary companies as at 
Di iber 31, 1938:— 


1¢ 
I 


qQ 


ch 
5112 Aldershot & District Traction Co. Ltd., ordinary 
1.400 Birmingham & District Investment Trust 
ordinary 
7.220 Birmingham & Midland Motor Omnibus Co. Ltd., 8 per 
cent. cum. pref. 
118,294 Caledonian Omnibus Co. Ltd., ordinary 
549,428 Crosville Motor Services Limited, ordinary 
19.999 Cumberland Motor Services Limited, ordinary 
356 East Kent Road Car Co. Ltd., ordinary 
$750 East Midland Motor Services Limited, ordinary 
19 362 East Yorkshire Motor Services Limited, ordinary 
9.372 Eastern Counties Omnibus Co. Ltd., ordinary. 
3.556 Hants & Dorset Motor Services Limited, ordinary 
79,914 Lincolnshire Road Car Co. Ltd., ordinary. 
263,492 Maidstone & District Motor Services Limited, ordinary. 
7,150 Motor Coaches Limited, ordinary. 
3,332 North Western Road Car Co. Ltd., ordinary. 
530,445 Ribble Motor Services Limited, ordinary. 
2.793 Southdown Motor Services Limited, ordinary 
200 Southern Vectis Omnibus Co. Ltd., 6 per cent. cum. pref. 
500 Southern Vectis Omnibus Co. Ltd., ordinary. 
1,701 Thames Valley Traction Co. Ltd., ordinary. 
225.440 Trent Motor Traction Co. Ltd., ordinary. 
39,622 United Automobile Services Limited, 7 per cent. cum. pref. 
United Automobile Services Limited, ordinary. 
391,686 West Yorkshire Road Car Co. Ltd., ordinary. 
72 Wilts & Dorset Motor Services Limited, ordinary. 
9.322 Yorkshire Traction Co. Ltd., 7 per cent. non-cum. pref. 


1.659 Yorkshire Traction Co. Ltd., ordinary. 


Limited, 


=> 
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\n article on the ‘‘ Organisation of the Bus Industry in 
Eneland and Wales’’ was published in THE RaILway 
GAzeTI£ of March 11, 1938, at page 473. This included 

lding plate showing the organisation of the bus com- 
panies in the B.E.T. 


1938 


and Tilling groups at January I, 


Railway-Owned Lorries in the U.S.A. 


SOME interesting facts have been compiled by Mr. R. } 

Littlefield, Superintendent of Motor Service, Pennsy]- 

ia Railroad, regarding the interest of United States 
railways in road freight transport undertakings. The 
revenue of road haulage companies in which American 

lways have a financial interest, he states, is less than 3 
per cent. of the total revenues of all companies operating 
motor lorries for hire. The total revenues of for-hire lorry 
operators in 1936 were $742,000,000, according to the 
report of the Splawn Committee to President Roosevelt. 
Of this amount less than $20,000,000 was received by 
companies controlled by or associated with railways, and 


b 


of this latter amount 43 per cent. was derived from local 
cartage, the collection and delivery of freight to and from 
local railway stations. These figures, Mr. Littlefield 
states, do not include the many thousands of private 
vehicle owners operating over-the-road service competitive 
with the rail lines. If their operations were added to the 
for-hire figure, the total traffic on the roads would be 
found to amount to well over one thousand million dollars 
a year. A study of the Interstate Commerce Commission 
showed that out of 25,864 applications for certificates to 
engage in interstate road haulage under the Federal Motor 
Carrier Act, 95 per cent. of the applicants operated fewer 
than ten vehicles each, and 49 per cent. had only one 
vehicle. Comparison of these figures with the small 
number of railway companies, showed the complexity 
of the practical problem of road haulage regulation, even 
if confined to these interstate companies. When there 
are added the many thousands of vehicles which are not 
governed by the Act, Mr. Littlefield adds, and include 
the myriad of itinerant operators who have no regular 
schedules or regular routes or standard charges, and who 
operate when and as weather traffic, and their own 
financial conditions permit, it is obvious that the problem 
of regulation of the principal competitor of the railways 


in the U.S.A. is not one that can be treated by 
generalities. 


Road and Rail Co-ordination in France 


O action was taken by the French Government to co- 
ordinate road and rail transport until 1934, when 
steps were taken to stabilise the number of road vehicles 
—as well as the number and frequency of road services 
—and to achieve by negotiation what had already been 
done by compulsion in this country and in Germany. 
Efforts in the latter direction having proved unsuccessful, 
new regulations were issued in August, 1937, and com- 
pleted towards the end of last year. M. Charles R. 
Cazenave, of the French National Railways, in the paper 
he recently delivered to the Railway Students’ Association 
on the commercial organisation of the S.N.C.F. (other 
features of which were dealt with in our December 9, 1938, 
issue), stated that the new regulations control the public 
transport of goods and passengers as follow: first as re- 
gards passengers—after the 1934 stabilisation, transport 
plans were later elaborated to allow the French railways 
to close to passenger traffic, lines yielding no profit, and 
permit these services to be replaced by those of road 
transport undertakings. The road fares charged in these 
cases as well as in those where both rail and road trans- 
port undertakings are in competition must be at least equal 
to the railway fares. The transport of goods has been 
divided into four categories: (1) town cartage which is 
free from restrictions; (2) rural cartage which is also free; 
(3) short distance transport as in the case of passenger 
traffic the number of services, traffics, and tonnages of 
vehicles is stabilised, the rates charged are not restricted, 
provided that no new competition with the railways arises. 
The principle of co-ordination as adopted in France is 
to grant preference to road hauliers for short distance 
traffic, and to the railways for long distance transport; 
(4) long distance transport—the number of service, traffics, 
and tonnage of vehicles is stabilised. Road and rail com- 
petition will be allowed to continue on the basis of the 
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quality of the services offered, but not on the quotation 
of lower rates. Official road carrier associations will be 
required to survey the rates charged by their members 
ind in agreement with the French railways decide which 
road transport undertakings will have to put an end to 
their road traffic, and to replace it by a rail-road service, 
with or without the use of modern road vehicles specially 
built to be carried on railway trucks. It is to be hoped, 
M. Cazenave added, that these new regulations will put 
an end to the present exaggerated competition between 
road and rail transport and tend rather to render their 
services complementary. Concluding this section of his 
paper, the speaker pointed out that, in contrast with the 
British railways, the S.N.C.F. is not allowed to acquire 
direct or indirect control of passenger or goods road trans- 
port. The only exception is in those cases where they 
replace train services by road services for goods traffic. 


American “ Smalls” 
To! GH we, in this country, have no parallel condi- 
tions nowadays, except for Continental traffic, it is 
of interest to note that the United States Interstate Com- 
merce Commission has recommended the American rail- 
ways to acquire the freight forwarding concerns that collect 
freight by the package in small lots and dispatch it by 
rail in wagon loads. There is, the commission considers, 
no reason why the railways should share their profits 
with these ‘‘ middlemen,’’ but it forbids them, if they 
refuse to act upon this advice, to grant special privileges 
such as low rentals for the use of railway depots—not 
extended to other traders. The I.C.C. fiat is, therefore, 
compelling the railways to face the serious situation that 
has arisen in connection with their less-than-wagon-load 
freight handling. The forwarding agencies are taking more 
and more of this traffic—already severely depleted by road 
competition—and leaving the railways with only the ‘‘ skim 
milk ’’ of the traffic, resulting in wagons running nearly 
empty. There are many who urge the railways to cease 
handling less-than-wagon-load freight and to make it over 
to a single railway-owned express or ‘‘ smalls ’’ agency 
for the whole country. They believe that this remedy 
would insure maximum economy in traffic handling and 
few if any lightly-loaded wagons; it will be instructive to 

watch the results of this change of policy. 


New Northern Ireland Road Transport Act 


AS recently as December 8 the whole question of road 
. transport in Northern Ireland was debated in the 
Parliament of that area, and the Priine Minister then an 
nounced that his Government proposed to introduce a 
new Bill to prevent the illegal practices prevalent, and 
to deal with wages paid outside the Transport Board. 
This announcement was recorded on page 1064 in ow 
issue of December 16. With commendable expedition the 
Government drafted the terms of the new Bill, known 
officially as Road Transport Bill (No. 2) (Northern Ireland) 
and the following are some of the more salient features of 
its text:— 

The Ministry of Home Affairs is to prepare and keep a register 
of all licensed goods vehicles. Failure to supply the informa- 
tion necessary for this register will render the person concerned 
liable to a fine not exceeding £20 

This is a summary of Clause 1, but Clause 2 is of such 
importance that we quote it in full as follows :— 

‘(1) Any person whose road motor undertaking has been 
icquired by the board under the provisions of the Act of 1935 
shall not do or concur in doing any act so as either directly or 
indirectly to prevent or hinder, or in any way interfere with the 
enjoyment by the board of the full benefit of the goodwill and 
business connection of the undertaking for which such person 
has received, or is entitled to receive, consideration under Part IT 


of the Act of 1935; and every such person shall be deeme: 
have entered into a convenant with the board accordingly 

‘* (2) Without prejudice to the rights of the board to ent 
the provisions of this section by action for injunction or dan 
or both, any person contravening those provisions shall be li 
on summary conviction to the same penalty as for the us¢e 
motor vehicle in contravention of section fifteen of the Act 
1935.”’ 

Clause 3 includes the following passages : — 

‘The onus of proof that an undertaking is a road m 
undertaking which the board are bound to acquire shall li: 
the owners of the undertaking; 

"" The board shall not be bound or empowered to acq 
any undertaking unless they receive on or before March 1, 19 
in application for the acquisition by them of that un 
taking; : 
ay The owners of any undertaking may, at any time 
the said day, apply to the High Court to determine whether 
undertaking is a road motor undertaking, and the Court 
satisfied that the undertaking is such a road motor undertak 
ind that the applicants had reasonable cause for their failur 
make application to the board, may make an order directing 
board to acquire the undertaking, and the board shall take 
to acquire it accordingly.”’ 

With, perhaps, even more surprising speed this Bill w 
hurried through the Northern Parliament and passed 
the Road Transport Act (Northern Ireland), 1938, 
December 23 last. 


An Interesting Crossing Warning Installation 


[\ the town of Strathroy, Ontario, the main double lin 
of the Canadian National Railways crosses a numbe! 
of streets on the level, a not uncommon thing in towns o: 
the American continent. For many years there was 
speed limit of 10 m.p.h. for all trains, but a level crossing 
warning signal system has now been put in and the limit 
raised to 70 m.p.h. for passenger and 60 m.p.h. for 
freight trains. Owing to the proximity of the station and 
certain siding connections, direct track circuit control of 
the warning indications was insufficient to provide the 
facilities desired and would have led to road traffic being 
stopped unnecessarily or for an unduly long time when 
local train movements were being carried out. This is 
objectionable, not merely on account of the inconvenienc: 
it causes but still more because it leads road drivers to 
treat the signals with contempt and opens the way to col 
lisions. In the present case a very interesting system of 
combined automatic and manual control has been installed, 
a full description of which appears in Railway Signaling 
for December, 1938. The system comprises an illuminated 
control panel, operated by the station staff, which enables 
them to intervene suitably and secure the display of con 
sistent road warnings. This is an excellent example of the 
development of circuits to meet special circumstances. 


When Snow Stops the Reichsbahn Motors 


THE Reichsbahndirektion at Regensburg operates an 

extensive network of goods road motor services. Its 
territory covers a wide district; almost the whole of the 
so-called Ostmark of Bavaria from the Saxon frontier to 
east of Munich belongs to it. Many localities therein are 
insufficiently served by railways, the construction of which, 
in these mountainous regions, was difficult and costly, 
the Bavarian and Bohemian ranges in particular offering 
exceptional obstacles to railway building. In recent years 
the management has tried to meet the most serious needs 
of transport facilities in such districts by setting up motor 
lorry services, and the Ostmark is now very well provided 
in this respect (the Postal Department has provided fo1 
passenger transport by a number of services). The rail 
way network comprises 2,150 km. (1,336 miles) and 375 
stations, and is supplemented by motor services covering 
2,600 km. (1,616 miles), with 420 goods agencies, many 
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hich go up into high regions, up to 1,100 m. (3,609 
ibove the sea in one case. Snowfalls of 2 m. (6 ft. 
.) are no exception in these districts. |The main 
ways and more important district roads are kept in 
ible state by snow ploughs and throwers, but some 
ls particularly affected by falls cannot be kept clear. 
such places the only reliable means of transport in 
er is the horse-drawn sleigh. The Regensburg 
nagement makes use of it when its motor vehicles can 
longer get through. Formerly the inhabitants of these 
ms were cut off completely for 4 to 6 weeks every 
ter. Naturally they hailed the Reichsbahn lorry ser- 
s with delight, but were much astonished when a 
years ago, the roads being covered with snow, the 
ninistration reverted to the sleigh; nevertheless the ser- 
s are much praised each winter. There is no difficulty 
setting up the’sleigh services; the necessity for them 
ng known in advance, arrangements are entered 
o before winter sets in with suitable proprietors of 
‘icles and horses. So when the motor lorry is defeated 
the elements, the Reichsbahn still comes through, with 
and cry and ringing sleigh bells. 


German Motor Roads in 1938 
HE annual report of the Reichsautobahnen mentions 
three outstanding events, namely, beginning of the 
new motor road in Austria on April 7, beginning of the 
new motor road in Sudeten territory on December 1, and 
the agreement made between Germany and Czecho- 
Slovakia on November 19 for the construction of a German 
motor road across Czecho-Slovakia linking Silesia and 
Austria. The extensive building operations on the Western 
fortifications of the State led to difficulties in regard to 
labour and materials for the motor roads, but 1,048 km. 
of road were nevertheless completed, making a total of 
3,063 km. at the end of 1938, as recorded in our issue 
of January 13. A further 1,450 km. are under construc- 
tion. Altogether, 119 million days of work have been 
provided by the motor roads since the scheme began, 
of which 29 million were in 1938. During the past year 
1,081 bridges were erected and 800 are in course of con- 
struction. The extent of building operations in 1938 was 
reflected in the record amount of about RM. 900 million 
expended. The administrative personnel of the Reichs- 
autobahnen organisation rose from 9,250 at the end of 
1937 to 11,870 in October, 1938. 








Publications Received 


Wheels of Fortune: A Salute to Pioneers. By Sir 
\rthur du Cros. Afterword by Arthur Roy du Cros. London : 
Chapman & Hall Limited, 11, Henrietta Street, W.C.2. 
$? in 5} in. 1} in. 316 pp. xiv pp.; illustrated. Price 
10s. 6d. net No epoch-making invention within recorded 

story has ever been attributed indisputably to one man, 
| indeed if such an invention were to come as a blinding 
ish to a single individual without a train of events leading 

p to it, the device or principle would be forgotten speedily 
x the very reason that without antecedents it would fulfil 

wanted purpose. These remarks apply with particular 
force to the development of the pneumatic tyre, with which 
this volume deals. The popular hero is undoubtedly John 
Boyd Dunlop, of Belfast, who in 1888 successfully applied the 
neumatic principle to the wheels of cycles and so inaugurated 
the modern tyre industry. His claim to fame has so frequently 
been overstated on the one hand and denied in fofo on the 
ther—chiefly by interested parties—that nothing but praise 
should be given to such an attempt at a dispassionate record 

f the facts as has been made in this volume by a writer 
minently fitted for the task. There can be no question that 
Dunlop was not the original inventor of the pneumatic tyre, 
or Robert William Thomson, of Edinburgh, patented such 
a device on December 10, 1845, but for various reasons, not 
the least of which was the restrictive legislation passed in 
the eighteen sixties regarding mechanical road transport, 
(homson’s invention was forgotten by the time that Dunlop 
levised his pneumatic tyres in connection with the rise of 
vcling. 

Dunlop sold his patent to William Harvey du Cros, of 
Dublin, a man of faith and vision who allied invention with 

mmerce and thereby founded a_ world-wide industry. 
Charles Kingston Welch, of Tottenham, and William Erskine 
Bartlett, of Springfield, Mass., by their inventions of 1890 
made pneumatic tyres detachable, and practicable for all 
forms of transport. Thus a careful study of the whole position 

ads the impartial student to the conclusion that during the 
practical commercial life of the pneumatic tyre there has 
ver been in force a valid master patent for the principle, 

id that many personalities have played essential inter- 
lependent parts in the development of the industry. This 
onclusion neither discredits Dunlop nor enthrones him. The 
uthor has maintained a happy balance between the technical 
ccuracy of legal and mechanical history and the more intimate 
tvle of personal reminiscence. He has given us a most 
eadable volume and an invaluable work of reference. Perhaps 
the industrial historian may regret the brevity with which 


Ernest Terah Hooley and Henry John Lawson are treated, 
but on the other hand, neither made any material contribution 
towards clearing up the uncertainties of inventive priority 
in the early days of the pneumatic tyre. This volume is well 
illustrated and adequately indexed, and the present reviewer 
is among the many who will be grateful to Sir Arthur du Cros 
for his work. 

The Master Finish.—We have received from Robert 
Kearsley & Co., of Ripon, an attractive brochure giving 
publicity to Nulac, the firm’s synthetic resin finish. This 
brochure describes first the merits of this finish, produced by 
a firm famous since 1837 for the manufacture of quality 
varnishes and enamels. Then follow coloured illustrations of 
passenger carrying vehicles finished in Nulac. On the excel- 
lence of these reproductions alone Kearsley & Co. can justly 
claim that this brochure is ‘“‘a definite reminder that fore- 
most amongst the finest vehicles in this country are those 
finished in Nulac.’’ 


New Brake Slack Adjuster.—A new automatic brake 
slack adjuster for the hand brakes of motor vehicles has been 
placed on the market by the Westinghouse Brake & Signal 
Co. Ltd., of 82, York Way, King’s Cross, W.1. It is set so 
that, provided the stroke does not exceed a pre-determined 
amount, the adjuster acts a simple pull-rod ; but when wear 
of the brake linings increases the travel necessary for applica- 
tion, compensation takes place automatically, and when the 
brake is taken off the adjuster sets and locks for the new 
conditions. The travel of the hand lever necessary for brake 
application is thus always maintained the same. Except 
when compensation is taking place as described, the mechanism 
is positively locked. 

Have a Care There.—Every renewal of a motor driving 
licence is now accompanied by a booklet with the above title, 
humorously illustrated but with a wealth of good sense 
beneath the fun upon which the publisher, the National 
‘Safety First ’’ Association, is to be congratulated. Prime 
importance is given to the development of ‘ road sense ”’ 
the faculty of foreseeing a dangerous situation in time to avert 
it. One page in the booklet is addressed particularly to 
drivers of commercial vehicles, conveying the warning that 
what to them may seem an easy manceuvre in traffic some- 
times strikes the private driver as a narrow shave, causing 
him to brake suddenly and perhaps provoke a collision or a 
skid. All drivers should benefit equally from the remarks on 
correct adjustment of brakes, avoidance of obstruction either 
by careless parking or hugging the crown of the road, and a 
proper co-ordination between the intention and the execution 
of hand signals. The sketches by ‘‘ App ” (Mr. Frank Appleby) 
pithily reinforce the morals conveyed in the text. 
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Seventh Annual Reports of the Traffic Commissioners 


Continued decline in number of operators—Vehicles, seating capacity, passenger 
journeys, and receipts all show increases—Satisfactory standard of maintenance 


HE seventh annual reports of the traffic commissioners 
cover the twelve months from April 1, 1937, to 
March 31, 1938, and the statistics contained therein 

reveal a further growth of passenger traffic in public ser- 
vice vehicles. The more important statistical details 
shown in the reports are summarised in the accompanying 
table, from which it will be observed that while the 
number of operators continues to decline, the number of 
vehicles owned, the seating capacity, the passenger 
journeys, and the receipts all show steady increases. The 
total number of passenger journeys made during the twelve 
months reached the record total of 6,664 millions, an in- 
crease of 237 millions, or 3-7 per cent., compared with 
the previous period. The daily average number of pas- 
senger journeys by road in 1937 was 18:3 millions com- 
pared with 17-6 millions in 1936, while the total revenue 
earned was £68,003,682, an increase of £2,477,209 over 
the previous year. 
Operators and Vehicles 

While the number of persons carrying on the business 
of operating public service vehicles showed a further de- 
cline to 4,798, a decrease of 218 or 43 per cent. com- 
pared with 1936, the total number of vehicles owned at 
December 31, 1937, had risen by 1,527 to the record figure 
of 49,574. As the average seating capacity per vehicle 
also increased from 34-83 to 35-05 seats compared with 
December, 1936, the total number of seats available rose 
by 3-8 per cent. to 1,737,487. Vehicle-miles run on all 
services (1,461°6 millions) increased by 2:1 per cent., but 
it is interesting to find that the average number of miles 
run on all classes of passenger services per vehicle owned 
showed a decrease of 290 miles to 29,910 miles compared 
with the previous year. 

Passengers and Receipts 

Passenger journeys on all services (6,664 millions) in- 
creased by 3-7 per cent. compared with 1936; on stage 
services (6,556 millions) by 3-6 per cent.; on express ser- 
vices (18 millions) by 7:8 per cent.; on excursions and 
tours (19 millions) by 6-7 per cent.; while journeys on 
contract services totalled 71 millions and showed the 
largest increase, namely, 98 per cent. The _ local 
authorities, including joint committees of local authorities 


SUMMARY OF 








5 = = z 2 (millions) 
Year me) re) a me 
a 3 Rie Express 
7, 7, 5 > Stage and Contract 
5 = Excursion 

1932 .. 6,307 46,458 31-65 | 5,263-1 34°5 47-3 
1933 .. 5,936 45,393 32-20 | 5,340-5 33-9 49-6 
1934... 5,746 | 45,795 32-71 | 5,635-8 32-5 53-8 
1935 .. 5,351 46,510 33-60 | 5,939-8 32-7: 58-8 
1936 .. 5,016 | 48,047 34-83 | 6,327-0 34-9 65-1 
1937 .. 4,798 | 49,574 35-05 | 6555-6 37-5 71-4 





£352,953 ; 1936, £359,920 ; 1937, £359,609 





OPERATIONS OF PUBLIC SERVICE VEHICLES, 


PASSENGER JOURNEYS 


and railway companies, at December 31, 1937, ow: 
17-01 per cent. of the total vehicles and secured 30 
per cent. of the passenger journeys and 21-06 per c« 
of the receipts as compared with 19°49 per cent. in 
previous year. The London Passenger Transport Bo 
owned 12-72 per cent. of the vehicles as compared vy 
13-60 per cent. in 1936; the apparent decrease is due 
the fact that the local authorities operated a substantia 
larger number of these vehicles. Passenger journeys ma 
in the board’s vehicles declined from 33°59 per cent. 
1936 to 30-08 per cent. in 1937, due to the stoppage 
omnibuses in the Central London area which took pl: 
between May 1 and 27, 1937. For the same reason t 
passenger receipts on the board’s vehicles at £15,103,1 
represented 22°33 per cent. of the total as compared wi 
24-84 per cent. in 1936. The remaining operators own 
70-27 per cent. of the vehicles, secured 39-32 per cent. 
the passenger journeys, but obtained 56°61 per cent. 
the receipts, an increase of 0°94 per cent. as compar 
with 1936. 
Amalgamations and Absorptions 

The process of amalgamation or absorption is still co 
tinuing, but at a lower. rate, which is not  surprisin 
seeing that in the last seven years the number of operator 
has declined from 6,486 to 4,798. There are, however 
still 1,846 operators who only own one vehicle each, 88% 
who own two, and 638 who own three. The larges 
operator is naturally the London Passenger Transpor 
Board which owns 6,305 vehicles, a decrease of 232 com 
pared with 1936. On the question of amalgamations or 
absorptions the South Wales Commissioners remark tha 
no operator who is desirous of disposing of his servic 
ever has reason to be dissatisfied with the amount received 
for them, and in most cases there are numbers ot 
prospective purchasers who compete for the acquisition of 
services in order that they may combine them with their 
own and so effect economy in operation. 

Maintenance of Vehicles 

The examination of public service vehicles has con 
tinued to receive the close attention of the vehicle ex 
aminers, and the commissioners generally are satisfied that 
this has produced an improved standard of maintenance 


1932-1937 


*RECEIPTS ” Bw © 

(millions of £) i ‘Swe 

Bs | ess 

25 2S >, 

Express SE = ae 

Total Stage and Contract | Total — 255 

Excursion wi a mS 

£ f £ £ 

5.344-9 | 51-0 5-0 2-5 58-5 | 1,323-7 | 2-61 | 10-61 
5,424-0 | 51-4 4-4 } 2-6 58-4 | 1,313-0 2-57 | 10-67 
5,722-1 | 53-3 4-3 2-8 60-4 | 1,345-8 2-52 | 10-77 
6,031-°3 | 55-1 4-3 3:1 62-5 | 1,381-4 2-47 | 10-85 
6,427-0 | 57-6 4-4 3-5 65-5 | 1,430-9 2-43 | 10-99 
6,664°5 | 59-5 4-6 3-9 68-0 | 1,461-6 2-44 | 11-17 


* Includes receipts from conveyance of parcels, mails, luggage, and dogs: 1932, £308,714; 


1933, £318,890 ; 1934, £341,098; 1935, 
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theless it was necessary to suspend over 1,000 vehicle 
s during the twelve months, and the North Western 
Commissioner remarks that in many cases vehicles 
d had to be scrapped. It is also clear from the 
ts that the diesel-engined vehicle is growing in popu- 

although it is stated that, while there is a marked 
vement in the diminution of noise and exhaust fumes, 

, yet remains to be done with this type of engine. 


Enforcement 


reports, which it is pleasing to note are being com- 

| on more uniform lines, show that although the num- 
of prosecutions for breaches of the Road Traffic Acts 
naller than in the previous year, it is still greater than 
is desirable in the public interest. Over 1,600 charges 
of breaches of the law were made during the year, re- 
sulting in over 1,400 convictions. Of these, over 300 
obtained in respect of the overcrowding of vehicles, 

rge proportion of which cecurred in South Wales. The 

( nissioners in this area feel that, owing to the peculiar 
| conditions, this offence is somewhat difficult to avoid, 
they are therefore endeaveuring to assist operators 
workmen by persuading their employers to give as 
notice as possible of changes of shifts. Over 250 
ictions were secured in respect of persons operating 

or express carriages without road service or public 
rvice vehicle licences, while over 100 operators were fined 
for driving or permitting drivers to drive excessive hours, 
| substantial number of convictions were obtained in 


connection with excessive speeds. The chief exception 
to the generally improving position is in regard to the 
illegal use, without road service licences, of vehicles as 
stage carriages or express carriages, under the excuse that 
the operator thought that the vehicles were hired as con- 
tract carriages or for the carriage of private persons on 
special occasions. Figures are quoted by the Metropoli- 
tan Traffic Commissioner to show that the increase in 
passengers carried on contract services is disproportionately 
high compared with the other services, while the West 
Midland Commissioners feel that there has been collusion 
between licence holders and party. organisers with the 
object of circumventing Section 25 of the Road Traffic 
Act, 1934, particularly so far as it concerns the question 
of remuneration. This prejudices operators who comply 
with the law and there is a general demand for the 
strengthening of existing legislation. 
Fares 

Considerable attention has been paid by the North 
Western Area Commissioners to the question of the level 
of fares, and upwards of 100,000 fare stages have been 
analysed. The information thus collated reveals that 
numerous individual fares are unreasonably high and show 
wide divergence on different sections of routes. The sug- 
gestion is therefore made that large operators should give 
consideration to the possibility of charging for stages and 
intermediate stages on a common mileage basis, somewhat 
on the lines adopted by many municipalities, and the 
commissioners are pursuing their efforts in this direction. 








South Australian 


Ww a fleet of 16 motor lorries and 10 Morris delivery 
vans, the South Australian Government Railways 

operate collection and delivery services for goods, 
parcels, and luggage in the Adelaide district. The lorries, 
of capacities from 1} tons to 5/6 tons and supplemented 
by one 4-ton trailer, operate between the Mile End goods 
station in Adelaide and all addresses in Adelaide itself 
and its suburbs. The vehicles are in service from 7.30 a.m. 
to 6 p.m. daily except Sundays, performing an average 
monthly mileage of 6,000. 
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Money 


OFFER che CHEAPEST 
FORM of TRANSPORT 


C. & D. Service 


The motor van service for parcels and luggage operates 
between the Adelaide passenger station, the city, and its 
suburbs. An average monthly mileage of 7,000 is per- 
formed by the 25-30 cwt. Morris vans with which it is 
maintained. 

So far as the lorries are concerned, they conform to 
those in use in Great Britain, having a tray top and sedan 
cabin; the parcels and luggage delivery vans on the South 
Australian Railways are used as an advertising medium, 
as shown in the illustration reproduced below. 





Parcels and luggage delivery van in the service of the South Australian Railways. It is mounted on a 
Morris 30-cwt. chassis equipped with a 6-cylinder 25-h.p. engine 
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Right: Entrance to the 
new London Transport 
garage at Hemel Hemp- 
stead. For its Country 
Services organisation, 
the London Passenger 
Transport Board on its 
formation undertook an 
extensive scheme of 
garage improvement. 
Existing garages at 
Hatfield, Luton, Swan- 
ley, and Windsor were 
reconstructed, and new 
garages built at Addle- 
stone, Amersham, 
Epping, Hemel Hemp- 
stead, Grays, Hertford, 
Northfleet, Staines, St. 
Albans, and Tring 


Left: New garage at St. 
Albans with shelter for wait- 
ing passengers. Details of 
typical new London Trans- 
port garages for country 
services were given in our 
issue of October 25, 1935, 
and the Northfleet district 
headquarters and _ garage 
were illustrated and de- 
scribed on August 27, 1937 


Right: Offside view of one of the latest type 
** Midland Red ” double-deck buses. These vehicles 
are designed, built, and operated by the Birming- 
ham & Midland Motor Omnibus Co. Ltd. This 
company is an associate of the L.M.S.R. and 
C.W.R. Its total fleet comprises some 1,222 
passenger vehicles of which 795 are saloon buses, 
236 double-deck buses, and 191 motor coaches. 
For many years the company standardised on the 
single-deck bus, and an outstanding development 
of the last few years has been the extensive adop- 
tion of double-deck vehicles, even on comparatively 
long-distance routes. The company’s chassis are 
constructed to its own designs and assembled by its 
engineering staff under the direction of Mr. L. G. 
Wyndham Shire, the Chief Engineer 
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A New Six-Ton Diesel 
A vehicle of wide industrial applicability powered by a 22°5-h.p. engine 


NEW four-wheel _diesel-engined 
\ lorry, known as Type OG 4/6, 

has been produced by Fodens 
Limited of Elworth Works, Sandbach, 
Cheshire. The power unit is a Gardner 
four-cylinder engine of the 4 LK type, 
and the vehicle is designed to have a 
payload of 6 tons at the legal maximum 
speed of 30 m.p.h. With an R.A.C. 
rating of 22°5 h.p., it develops 53 b.h.p. 
at 2,000 r.p.m. and consumes 0-354 pints 
of fuel per b.h.p.-hr. Injection is by a 
C.A.V.-Bosch pump automatically con- 
trolled by a centrifugal governor. 
Generous filtering is provided in the 
lubrication system, arranged to be 
readily accessible for cleaning. Special 
attention has been given to the engine 
mounting, which is of the fully floating General view of new Foden diesel-engined lorry 








type. The cooling water is pump-circulated through a 
large still tube radiator, and heat dissipation is assisted 
py a fan. Top and bottom radiator tanks are detachable. 

The drive from engine to gearbox is taken through a 
single dry plate clutch of 12-in. dia., with specially pre- 
pared friction surfaces making its operation smooth under 
all conditions. Four forward speeds and reverse are pro- 
vided in the gearbox, which is of unit construction and 
fitted with ball and roller bearings for all shafts. Ratios 
are 1:1 (top), 1-64:1 (third), 3-3:1 (second), 6°8:1 (first), 
and 10-6:1 (reverse). The change-speed lever works in a 
gate and is arranged to fall conveniently to the driver’s 
right hand. A hollow propeller shaft, with enclosed needle 
roller universal joints, conveys the drive to the back axle, 
where it is coupled to the full-floating differential shafts 
through an overhead worm. 

The steering gear is of the cam and roller type, fitted 
with taper roller bearings which, in conjunction with a 
similar bearing on the front axle pivot pin, ensure ex- 
ceptional lightness of control. Extra-wide brake-shoes are 
fitted, hydraulically operated on all four wheels, with the 
addition of hand operation for the rear pair. The sus- 
pension, incorporating long silicon manganese springs, is 
designed to ensure equally good riding under all road con- 
ditions. Light weight and great rigidity characterise the 
chassis, which is well braced by channel-section cross- 
members having wide gussets. The 15-gal. fuel tank is 
situated on the near side of the chassis in a position that 
is easily accessible for filling. 

Electric current for lighting is taken from a 12-volt 
system comprising large-capacity batteries, dynamo, 
switchboard, and head, side, combined tail and “‘ stop,”’ 
and dashboard lamps. The wheels are of the pressed 
steel disc type, held by eight fixing studs. Front and 
rear hubs run on ball and roller bearings of generous 
dimensions. The overall length of the vehicle as normally 
supplied is 18 ft. 43 in., but if a special chassis with a 
mechanically-operated end-tipper is provided this is re- 
duced to 13 ft. 5} in. The turning circles (exterior) are 
respectively 42 ft. and 36 ft. for the two types. The 
chassis is supplied with wings at front, rear and front 
i number plates, and a comprehensive tool kit. Standard 
View of chassis from above, showing line of transmission $4-in. X 7-in: Michelin tyres are fitted. 
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Commercial Passenger Vehicle Bodies 


February 10, 1939 


A brief survey of modern requirements, and of the methods 
adopted in English Electric designs to achieve them 


By H. C. HOLLAND, 





N the field of mechanical 
I transport no vehicle has 
developed more rapidly 
than the internal-combustion- 
engined bus or coach, and its 
counterpart the trolleybus; very 
considerable progress has been 
made in the design and manu- 
facture of these vehicles, par- 
ticularly during the past seven 
or eight years. Unlike the 
tramcar (which long held the 
field as the most popular 
vehicle for dealing with city 
traffic), where the complete 
vehicle was built in one manu- 
facturer’s works, the motorbus 
or trolleybus is generally built 
in collaboration with two 
groups, the chassis builder and 
the body builder. The English 
Electric Co. Ltd. with its long 
experience in building tramcar 
bodies, naturally turned to 
building bodies for motor 
vehicles, and whilst the early 
bodies were built entirely of 
timber—on the lines of the 
tramcar—later development has 
been towards bodies of metal 
and reinforced composite con- 
struction, 

In the development of the bus, progress has followed 
the development of the low-pressure pneumatic tyre, which 
has permitted an increase in the axle loading and at the 
same time reduced shocks to the vehicles themselves, and 
has also prevented undue wear and tear to the road surfaces. 
A striking impression of the marked advance in body 
design is given by comparing the illustration (Fig. 1) of 
a body built in 1905 for the London Central Motor Omni- 
bus Co. Ltd., with a modern vehicle designed for urban 
service. The London Central bus, which in its day was 
then considered a great achievement, had an overall length 
of 22 ft. and provided seating accommodation for 34 
passengers. The width of the body was 5 ft. 9 in., the 
overall height 12 ft., and the weight of the body 35 cwt. 
This compares with a typical modern two-axle vehicle 
seating 56 passengers, which has an overall length of 26 ft., 
width 7 ft. 6 in., height 14 ft. 4 in., and weight of the 
body 50 cwt. It will be noted, therefore, that with rela- 
tively small increases in length and width, 22 additional 
passengers are carried in the modern vehicle. 

Schedule speeds also have increased and the body 
builder is required to meet steadily increasing demands 
from operators to provide increased seating capacity and 
appointments, whilst at the same time the Ministry of 
Transport imposes very stringent regulations with regard 
to maximum dimensions and axle loads. To obtain light 
weight and at the same time fully maintain the strength 
of the body in order to reduce maintenance costs to a 
minimum, it is very necessary for the greatest care and 


Traction Department, English Electric Co. Ltd. 





Fig. 1—A 34-seat bus body built in 1905 by the Dick, 





Kerr works for the 
London Central Motor Omnibus Co. Ltd. 


attention to be given to the initial design, and throughout 
all stages of manufacture of every component to the final 
building of the body. Present-day bus bodies are either 
of reinforced composite construction in which the main 
pillars and the main framing are of timber reinforced by 
steel members, or of all-metal construction where the 
wooden members are replaced by steel sections. In both 
types of construction the bodies are finally completed 
with aluminium sheet panelling. Further developments 
include improved methods of manufacture, more comfort- 
able seating, better entrance and exit facilities, and more 
efficient lighting and ventilation. At the same time much 
attention is being given to the use of improved materials 
to ensure their incorporation to the best advantage. 

With designs evolved by the English Electric Co. Ltd. 
particular attention is paid to securing clean lines in both 
the external and internal appearance, as this not only is 
pleasing from an esthetic point of view, but also assists 
in the daily cleaning of the vehicles. Passenger comfort 
is catered for by the spacing of the pillars so as to pro- 
vide a wide field of vision, by the provision of well- 
upholstered seats on neat and strong tubular lightweight 
frames; the latter are placed to give ample knee-room with 
comfortable accommodation for two persons, and each seat 
has a total weight of only 14 Ib. per passenger. Adequate 
ventilation is provided in the saloons and driver’s cab, 
and air is allowed to circulate between the inner and outer 
skins of the body shell to prevent condensation and con- 
sequent corrosion of the metal structure. 






















February 10, 1939 





Fi 


x, 2 (above)—Construction of the wheel-box 
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framing for composite type bus body 


Fig. 3 (right)—Construction of the wheel-box 
framing for all-metal type bus body 


In the construction of the modern bus body the frame- 
work is built in jigs to ensure interchangeability. The 
wheel-box framing is built up to ensure rigidity to the 
main framing adjacent to the rear axle, and a further 
advantage is the interchangeability of the wheel arch cover 
panels and also of the mudguards. The construction of 
composite and all-metal wheel-box framing is shown in 
Figs. 2 and 3, respectively. In double-deck vehicles the 
lower saloon roof is double boarded, with the bottom 
boards inlaid diagonally to resist lateral distortion. This 
cives great strength to the roof and assists in tying the 
sides of the body together, at the same time forming a 
strong floor for the upper saloon. In the composite frame- 
work all the main framing joints are reinforced with steel 
brackets which prevent undue movement of the joints 
whilst all the pillars are centrally flitched to give added 
bracing vertically. The jointing of the body sections is 
given considerable attention and, as an example, at the 
joints of the pillar and the fence rail the halving of the 
pillar does not exceed } in. in depth, thus ensuring that 
its strength is not impaired. 

The all-metal body framing is either of the all-welded 
type or alternatively consists of a number of components 








Fig. 5 (right)—Assembly of pillar, lateral and transverse framing members of all-metal 
bus body lower saloon 








4 (above)—Complete metal framework for the lower saloon of an English Electric 
all-metal bus body 
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pressed or fabricated 
and riveted (see Fig. 
4). All-metal com- 
ponents used in bodies 
of this type conform 
to British Standard 
Specifications, thus 
permitting the weight 
of the framing to be 
reduced to a known 
safe limit with the 
consequent reduction 
in the weight of the 
finished body. To 
meet the _ stringent 
weight restrictions 
already referred to, 
and at the same 
time to permit bus 
bodies to carry the 
maximum pay load, the English Electric Company has 
produced all-metal bodies using members as light as 18 
and 20 gauge, such bodies have been tested in service 
and have proved to be entirely satisfactory. The use of 
these light sections necessitates considerable care to pre- 
vent corrosion and the pillars and rails are therefore de- 
signed without cavities and the framework is treated to 
render it impervious to corrosion. The lateral members 
of the body (see Fig. 5) at the fence rail and floor levels 
are specially designed, and are of such a depth, and fixed 
on the inside of the pillars so as to reduce the risk of 
structural damage in the event of the exterior panels being 
pierced by impact. The depth of these members is such 
that diagonal bracing along the body side is unnecessary. 
The pillars are of ‘‘ H”’ section steel 
and timber packings are provided in 
these pillars to which the inner and 
outer panels are fixed by means of 
wood screws. The panels are not re- 
quired to take any portion of the load 
of the structure. 

In the structure of a double-deck 
body the design must be such as to 
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Fig. 6 (above)—Front bulkhead assembly 
for all-metal type bus body 
7 (right)—Front bulkhead assembly 
for composite type bus body 


Fig. 


prevent distortion due to uneven loading and uneven road 
surfaces; and with modern traffic conditions, where high 
schedule speeds must be maintained, which in turn neces- 
sitates high rates of acceleration and deceleration, the bus 
body structure must be capable of withstanding very severe 
racking stresses. In English Electric vehicles a heavy 
gauge deep section racking plate is fitted at the base of 
the front bulkhead. In addition a one-piece steel panel 
is fitted between the fence and bottom rails of the bulk- 
head and the bottom arch rail is reinforced by a con- 
tinuous angle to withstand stresses at the holding down 
bolts. Figs. 6 and 7 show the front bulkhead assemblies 
for composite and all-metal bus bodies respectively. 
Although the appearance and comfort of the vehicles 
is of first importance to the passenger, of equal impor- 
tance to the operator is the facility for maintenance of 
vehicles and this feature has received close attention. For 
example, to examine joints at the roof of the lower saloon 
it is necessary only to remove the side eave panels. The 
joints at the underframe can be examined from the under- 
side of the vehicle without removing any structural parts, 
and the top cover joints are visible from inside the upper 


Fig. 8—One of a 


saloon. The elec. 
tric light = wiri 
may be examin 
by removing 
side longitudinal 
moulds. The side 
panels are lap- 
jointed at every 
pillar, which faci 
tates the replac 
ot damaged pan 
and the inter: 
panels can also 
easily removed fo: 
inspection and re- 
painting of the 
framework without 
disturbing the o 
side panels. 
staircase 1s 
and fitted as a 
separate unit clear 
of the rear vesti 
bule framing, and 
this enables the rear corner panels to be removed with 
out disturbing the staircase. In a double-deck bus the 
top cover is built as a complete unit and can be removed 
without disturbing any framing or interior finish. The 
body as a whole is designed to enable it to be removed 
easily from the chassis without stripping any part of the 
vehicle. For normal maintenance of the chassis trap 
doors and cowls are provided in the lower saloon floor of 
the vehicle. 

Vehicles have been built to the company’s designs with 
seating accommodation for as many as 74 passengers on 
a three-axle trolleybus chassis, and 63 passengers on a 
two-axle trolleybus chassis; whilst with internal-combus- 
tion-engined vehicles, 66 passengers on the three-axle type 
chassis and 56 passengers on a two-axle chassis can be 
accommodated. In the case of single-deck vehicles whether 
trolleybuses or internal-combustion-engined units, 40 pas- 
sengers are accommodated. A modern example is shown 
in Fig. 8, which is one of a number of 40-seat composite 
bus bodies supplied to the Northern General Transport 
Co. Ltd., an associate of the London & North Eastern 
Railway. 


number of 40-seat composite bus bodies supplied by the English 
Electric Co. Ltd., to the Northern General Transport Co. Ltd., and mounted on one 
of that company’s type S.E.4. chassis 
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Cruiser Type Coach for 


Long-Distance Greyhound 
Lines in the U.S.A. 


Interior view looking aft, showing individually-adjustable seats 


Since the publication (on pages 715-7 of our April 8, 
1938, issuc) of our brief account of the Greyhound 
organisation in the U.S.A., the Greyhound Manage- 
ment Company has adopted as standard equipment on 
all long-distance Greyhound Lines throughout the 
United States a new type of vehicle entitled the Cruiser 
Coach. The accompanying illustrations, for which we 
are indebted to the company, give a good idea of the 
clean lines and neat external appearance of these full- 
fronted vehicles, and also of the high standard of pas- 
senger comfort attained by the interior appointments. 
The passenger entrance is right forward, alongside the 
driver, and the door is under his control. The seating 
accommodation is for 37, arranged in 16 pairs of indi- 
vidually-adjustable seats with a rigid row for 5 at the 
rear. The main lighting is over the central gangway. 
Inside luggage racks of ribbed aluminium extend the 
full length of the bus. Such vehicles are used for the 
express runs which have been superimposed on existing 
stage services. For example, the Pennsylvania Grey- 
hound Lines maintain such workings between New York 
and Chicago over both the William Penn and the 
Lincoln highways at average speeds up to 36 m.p.h. 

Passenger adjusting the window shutter In some cases extra fares are charged. 
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Overseas Notes 


Road and Rail Transport in India 

The principles enunciated by the report of the Wedgwood 
Committee in regard to the co-ordination of road and rail 
transport have been generally accepted by the Government 
of India and, to a large extent, have been embodied in the 
Motor Vehicles Bill passed in the Central Assembly in Septem- 
ber, 1938. The Railway Board accepts the proposition that 
railways should engage in passenger road services where there 
is a reasonable prospect of financial success, and proposals in 
this direction have been invited from the railway administra- 
tions. 


Underground Streets for Berlin 


Plans recently announced for the reconstruction of Berlin 
include underground streets for motor traffic. Nine double- 
storey tunnels are being built for vehicles, which means that, 
in all (taking into account the new Nord-Sud underground 
railway) four levels of transport will be situated one above the 
other. Particular care is being given to the question of 
illumination and ventilation of these tunnels. The entire 
reconstruction scheme has been designed after the idea of 
Herr Adolf Hitler by Dr. Albert Speer, the Reich Chancellor’s 
Chief Architect. Completion is aimed at by January 1, 1941. 


Automatic Level Crossing Signals in Western 
Australia 

The number of accidents to road vehicles at level crossings, 
particularly in the metropolitan area around Perth, has been 
causing considerable concern for some time past, and as the 
result of several conferences between the Commissioner of 
Railways, the Main Roads Commissioner, and representatives 
of the Metropolitan Local Government Association, the Town 
Planning Commissioner, the Police Department, and the 
Royal Automobile Club, it was decided in 1936 that the work 
of protecting by signals four of the principal level crossings 
in the metropolitan and suburban areas be carried out by the 
Railway Department, the cost, approximately £400 per 
signal, to be apportioned between the various bodies con- 
cerned on an agreed basis. As a result, automatic flashing 
light signals of the hooded searchlight type were provided, 
and since they have been in use practically no trouble has 
been experienced with them; more important still is the fact 
that the series of distressing occurrences which had hitherto 
been so frequently associated with these particular crossings 
has ceased. In view of the success which has attended the 
mitial installations, approval has now been given to the pro- 


vision of a further 10 signals at dangerous crossings in country 
districts, and negotiations are in train for further expendi 
ture in this direction at suitable points, both in the met 
politan area and the country. 


A Czecho-Slovak National Highway 


Work will be begun in March on the first section of 
750-mile motor highway from west to east of the Czec 
Slovak Republic. The total cost of the motor road, st 
Brig.-General Vaclav Nosek, who is in charge of the w! 
scheme, will be 3,500 million Ké—approximately £25,000,000 
The work will take five years to complete. To begin w 
a circular 40-mile by-pass round Prague will be built. Fr 
Prague the road will run via Jihlava to Brno; from there | 
Zin, in Moravia (centre of the famous Bata shoe work 
and from there to Zilina, in northern Slovakia. The r 
will be continued into Ruthenia via PreSov to Chust, t! 
Ruthenian capital, and Tacovo, on the Roumanian frontiet 
The first section will be 190 miles long. This year immediat: 
work will be given to 60,000 men directly employed on t! 
road and to a further 40,000 indirectly. Some 140 engine: 
and 120 technicians will be employed. The road will |! 
23 yards wide, and will consist of two tracks separated by 
grass strip, as is usual on the German autobahnen. It 
estimated that the highway will be able to carry 2,000 vehicl: 
an hour in both directions at an average speed of 75 m.p.h 
The work will be financed to a large extent out of British 
loan ; the road will be built of material obtainable in Czecho 
Slovakia, chiefly of concrete. 


A Road Train in Tanganyika 

In THE RatLway GAZETTE for May 10, 1935, we described 
an A.E.C. road train for service in the Northern Territory of 
Australia. A unit of identical construction, delivered to 
Tanganyika, has recently been put to a novel use there. 
It was sent to assist in the transportation of natives’ belongings, 
from homes scattered over a wide area, to a new concentration 
free from that carrier of sleeping sickness, the tsetse fly. 
This work it carried out in a remarkably efficient manner. 
The trailers, fitted with specially high sides, accompanied 
the lorry along rough bush tracks, through rivers, and across 
soft ground. The unit was able to wend its way with equal 
facility in and out of closely-grouped native huts. Although 
it was never loaded to its total capacity of 20 tons, it was 
estimated that the unit carried the equivalent of eight lorry- 
loads. 


Above : Heavily laden road train in Tanganyika evacuating natives from an 


area infested by tsetse. 


Right : Load of natives’ belongings viewed from cab 
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PERSONAL 

|,ONDON TRANSPORT APPOINTMENTS 

Mr. J. H. Parker, M.I.E.E., has been 

ointed Chief Electrical Engineer, 
fondon Transport, succeeding Mr. 
H. Millen, who retired last year. 
Vir. A. L. Lunn, Electrical Engineer 
charge of power generation, and Mr. 
P. R. Boulton, Electrical Engineer in 

urge of new works, have been made 
rincipal officers of the board. 


} 


Mr. James Hurst has been 
elected Chairman of the Belfast 
County Down Railway Com- 
pany, in succession to the late 


Mr. Thomas Barbour, whcse 
death we recorded last week. 
Lt.-Colonel A. R. G. Gordon, 


M.P., has been elected Deputy 
Chairman, and Mr. Martin 
Perry has been co-opted a mem- 
ber of the board. 

RoaD TRANSPORT EMERGENCY 

ORGANISATION 

An advisory committee to 
assist the Chairman in organis- 
ing road transport on an emer- 
sency basis has been formed in 
the East Midland Traffic Area. 
In conjunction with seven dis- 
trict committees already estab- 
lished, it will work out means 
of putting into practice in its 
own area the Ministry of Trans- 
port scheme for the organisa- 
tion of road transport in a de- 
fence emergency announced on 
January 17 (see our issue of 
January 20). The members of 
the committee are as follow :— 

Mr. G. C. Campbell-Taylor, 
General Manager, Trent Motor 
Traction Co. Ltd., Derby. 

Mr. W. P. Dodd, Traffic 
Manager, Nottingham Co-opera- 
tive Society, Nottingham. 





Mr. W. Donaldson Wright, 
Director, Transport Services 


Limited, and Donaldson Wright 
Limited, Nottingham. 
Mr. D. W. Harrison, District 


Goods and Passenger Manager, Lon- 


don & North Eastern’ Railway, 
Nottingham. 


Mr. W. Latham, Director, Latham’s 
Transport Limited, Leicester. 

Mr. H. Orton, Transport & General 
Workers’ Union, Nottingham. 

Mr. A. Riley, Traffic Manager, John 
Player & Sons Limited, Nottingham. 

Mr. L. W. A. White, Messrs. E. V. 
Brown, White & Pears, Nottingham. 


From The London Gazette of Janu- 
ary 31: Regular Army, Commands and 
Staff: Major E. L. Parkes, R.E., to 
be Instructor, Railway Training Centre 
(January 16). 


Regular Army, Supplementary Re- 
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Royal 
Norman 
Second 


Engineers, 
Edward 
Lieutenant 


serve of Officers, 
Transportation : 
Kempton to be 
(february 1). 


Lord Horne, Chairman of the Great 
Western Railway, has returned from 
his recent visit to South Africa. 


Mr. J. B. Stephens, who as recorded 


in our issue of January 27 has retired 
from the position of General Manager 





Mr. J. B. Stephens 
General Manager, Great Northern Railway 
(Ireland), 1926-39, and now appointed 
Deputy Chairman 


of the Great Northern Railway (Ire- 
land), and has been elected Deputy 
Chairman of the company, was edu- 
cated at Corrig School, Kingstown, and 
served an apprenticeship from 1885 to 
1890 under the late Mr. J.C. Bretland, 
M.Inst.C.E., at that time City Sur- 
veyor of Belfast. In 1890 Mr. Stephens 
entered the service of the Great 
Northern Railway of Ireland as a junior 
assistant in the Chief Engineer’s Office, 
under the late Mr. W. H. Mills, 
M.Inst.C.E. In that year the signalling 
of practically every station, and the in- 
troduction of the block system over the 
entire line, was taken in hand, in pur- 
suance of the Regulation of Railways 
Act, 1889. While attached to that de- 
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partment, in succeeding years Mr. 
Stephens obtained Parliamentary ex- 
perience in connection with the G.N. 
Railway (I) Acts of 1892 and 1897, 


authorising the construction of the 
Ardee branch line and the Hill of 


Howth electric tramway respectively. 
In 1900 he was appointed Assistant to 
the then General Manager, the late Mr. 
Henry Plews, and continued in the 
same position under Mr. John Bagwell, 
who was appointed in 1911. In April, 
1919, Mr. Stephens became 
Secretary and Assistant General 
Manager, and in that connec- 
tion took a leading part in the 
wages adjustments and revised 
conditions of service carried out 
under the directions issued by 
the Ministry of Transport. Mr. 
Stephens represented the Great 
Northern Railway (Ireland) at 
the Rome Congress of the Inter- 
national Railway Association in 
1922, and also at Madrid in 
1930, and Paris in 1937. In 
May, 1925, and again in April, 
1926, he acted as advocate for 
the associated railway com- 
panies before the Irish Railways 
Wages Board in regard to pro- 
posals for wage reductions. In 
July, 1926, Mr. Stephens was 
appointed to succeed Mr. Bag- 
well as General Manager of the 
company, which position he has 
occupied for almost 13 years. 
During this period the company 
inaugurated road motor passen- 
ger and freight services, and in 
this development of its activi- 
ties Mr. Stephens took a keen 
interest. Among the outstand- 
ing events during his general 
managership may be included 
the Road Transport legislation 
in Eire in 1932 and 1933, the 
labour troubles in the early part 
of 1933, and the formation of 


the Northern Ireland Road 
Transport Board under the 


legislation enacted in 1935. He 

has also been a Member, since 

its inception, of the standing 
joint committee established under the 
Road and Rail Transport Act (Northern 
Ireland), 1935, and has taken an active 
part in the investigations at present 
being conducted into the position of 
transport in Northern Ireland. During 
his long service of nearly 50 years Mr. 
Stephens has had the unique experi- 
ence of serving under each of the nine 
chairmen of the company since its in- 
corporation in 1876, and three of these 
(Sir George S. Clark, Sir Lingard Gould- 
ing, and Mr. W. B. Carson) died in 
office whilst he was General Manager. 
On joining the board of the company, 
he carries with him the best wishes of 
the staff. Mr. Stephens has also been 
appointed a representative of the Great 
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Northern Railway (Ireland) on the 
County Donegal Railways Joint Com- 
mittee, and the Strabane & Letterkenny 
Railway. He is a member of the Board 
of Management of the Railway Bene- 
volent Institution, of which he was 
Chairman in 1936, and is also a Mem- 
ber of the Committee of Management 
in Ireland. 


Mr. George B. Howden, who, as re 
corded in our issue of January 27, has 
been appointed General Manager of the 
Great Northern Railway (Ire- 
land), received his early train- 
ing on the North British Rail- 
way at Glasgow. In 1919 Mr. 
Howden was appointed Senior 
Assistant in charge of New 
Works, Parliamentary and Con- 
struction, in the Chief Engi- 
neer’s Department. From 1921 
to 1925 he was Senior Assistant 
in charge of New Works, Par- 
liamentary and Construction, 
Maintenance, Land and Survey, 
and Statistical Departments, 
Chief Engineer’s Office, North 
British Railway—subsequently 
Office of Engineer (Scotland), 
London & North Eastern Rail- 
way, Edinburgh. In November, 
1926, he was appointed District 
Engineer (Head Office) Scottish 


Area, L.N.E.R., under Mr. 
W. A. Fraser, Engineer for 


Scotland. In July, 1929, Mr. 
Howden was appointed Chief 
Engineer of the Great Northern 
Railway (Ireland) on the re- 
tirement of Mr. F. A. Campion. 
In 1933 he was, in addition, 
given control of the Locomo 
tive, Carriage & Wagon Depart- 
ments, and has occupied the 
dual position of Civil and Loco- 
motive Engineer since’ that 
date. During the period of his 
service with the Great Northern 
Company, Mr. Howden has 
been responsible for many im- 
provements in connection with 
the permanent way and rolling 


stock. The reconstruction of 
the Boyne viaduct, Drogheda 
(described in THe Rattway GAZETTE 
of November 6 and November 13, 


1936), was an _ outstanding’ event 
during Mr. Howden’s term of office 
as Chief Engineer, and it is worthy 
of note that it was carried out 
without any interruption of traffic. 
Mr. Howden has also been responsible 
for the introduction of improved type 
diesel railcars, and has patented a com- 
bined pneumatic and steel tyre by 
which it is possible to use a road omni- 
bus on the railway with only four 
wheels, and having a loaded weight of 
from 10 to 11 tons. The invention has 
been adopted by the Great Northern; 
Dundalk, Newry & Greenore; and Sligo 
Leitrim & Northern Counties Railways, 
and a number of these railbuses are 
now in service on branch lines where 
only limited passenger accommodation 








THE RAILWAY GAZETTE 


is required. In addition, Mr. Howden 
has introduced passenger coaches and 
buffet cars of the most modern design, 
and has also been responsible for the 
building of the company’s road passen- 
ger buses. Mr. Howden brings to his 
new position as General Manager of the 
company a wide practical knowledge of 
railway working in its many branches. 

As recorded in our issue of Decem- 
ber 23, three new managers have been 
appointed to the Reichsbahn divisional 
administrations in the former Austrian 





Photo] 
Mr. George B. Howden 


Appointed General Manager, 
Great Northern Railway (Ireland) 


territory at Linz, Villach, and Vienna. 

Dr. Otto Schiessel, who has been ap- 
pointed to Linz, entered the service 
of the old Austrian State lines in that 


city in 1908, and in the next year 
began to specialise on electrification 


of the Alpine routes. He was an 
officer in the war, finally on fortifica- 
tion work. Returning to the Electrical 
Department he was engaged on the 
Tauern line power stations from 1920 
to 1925 and became a Direktor of the 
Federal Railways in 1930. He was 
retired owing to political disputes in 
1934, but returned to the service later 
on. 

Herr Tépfer, appointed to Vienna, 
also entered railway service in 1908, 
with the old Nordbahn, and worked 
in various capacities in the Traffic 
Department. He served in_ several 





[Lafayette 
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ranks in the war, passing eventually 


to the field transport service and 
organising the return of troops after 
the armistice. In 1919 he enter 


} 
the Ministry of Transport, and in 1923 
the general management of the Federa] 
Railways, dealing with traffic and 
economic matters. In 1937 he t 
charge of military railway questions, 

Herr Guggenberger, appointed 
Villach, entered the Austrian St 
Railways service at Trieste in 1908 
He moved with the divisional mana 
ment to Wels when Italy entered 
war and was transferred to 
Ministry of Transport in 19}: 
In 1923 he took over the genera] 
transport section in the re- 
stituted Federal Ministry and 
ceived the title of Ministerial] 
Councillor in 1924. 


Colonel B. C. Lockhart-Jervis, 
D.S.0.,. and Br. bE. W. R 
Robertson are no longer dire: 
tors of W. G. Bagnall Limited, 
having resigned on December 
13, 1938. 

Mr. Donald Murray, who, as 
recorded in our issue of Janu- 
ary 13, has been appointed 
Assistant District Goods Mana 
ger, Newcastle, L.N.E.R., was 
educated at Derby School and 
Jesus College, Oxford, where he 
obtained a First Class in Natural 
Science (Chemistry). After a 
period on research work he 
joined the L.N.E.R. in March, 
1924, as a traffic apprentice, 
and after occupying posts in thi 
Middlesbrough District Goods 
Manager’s Office and in the 
Goods and Passenger Managers’ 
Staff Section at York, he was 
appointed in January, 1930, 
Staiths Superintendent at the 
Hartlepools, and in November, 
1931, Dock Superintendent at 
the St. Andrew’s Docks, Hull. 
In April, 1935, Mr. Murray was 
appointed Goods Agent for Hull, 
which position he now vacates 
to go to Newcastle. 

Mr. J. H. Parker, M.I.E.E., whose 
appointment as Chief Electrical Engi- 
neer, London Transport, is recorded on 
page 233, received his technical educa- 
tion at the Royal Technical College, 
Glasgow, and won the Malcolm Ker 
bursary in Natural Philosophy. He 
then served his engineering apprentice- 
ship with Alley & McLellan, Glasgow. 
In 1904 he was appointed draughtsman 
with the Greenock Corporation Elec- 
tricity Department and he filled succes- 
sively the positions of Charge Engi- 
neer, Power Station Superintendent, 
and Chief Assistant Electrical Engineer 
Appointed Deputy Electrical Engineer 
to the County Borcugh of Croydon in 
1915, he was engaged on the complete 





reconstruction of the power station 
after the war. He became Borough 


Electrical Engineer of West Hartle- 
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| in 1925 and 18 months later he 
appointed also General Manager 

he Transport Department. While 
ling the dual appointment he 
nged the tramway system of West 
rtlepool completely over to trolley- 

s. In 1930 he was appointed Elec- 

il Engineer to the London County 
incil Tramways, and he carried 
ugh the first stage of the recon- 
iction of the Greenwich power sta- 
In 1933, when the L.C.C. Tram- 

ys were absorbed by the London 
senger Transport Board, Mr. Parker 
served first as Electrical Engineer, 
Tramways, and later as Electrical En- 


Vr. J. H. Parker 


Appointed Chief Electrical Engineer, 
London Transport 


gineer, Distribution, to all the board’s 
electricity supplies. He has been re- 
sponsible for the design and conversion 
f the overhead work in London for 
trolleybuses. Outside of London Trans- 
port, Mr. Parker has a number of in- 
terests. He was President of the Elec- 
trical Power Engineers’ Association in 
1920. In 1935-36 he was President of 
the Associated Municipal Electrical En- 
gineers, and he is a member of the 
National Joint Board of Local Authori- 
ties and Chief Electrical Engineers for 
the Electricity Supply Industry. He 
is a member of the Land Transport 
Committee of the Coal Utilisation 
Council, and is Vice-Chairman of the 
Trolleybus Committee of the British 
Electrical Development Association. 

We regret to” announce the death 
yesterday (Thursday) morning, after a 
long illness, of Mr. C. S. Page, who 
retired in December, 1935, from the 
position of Chief Docks Manager, Great 
Western Railwav. 


INSTITUTION OF CIVIL ENGINEERS 

The following associate members 
were transferred to the class of full 
members on January 24:— 

Mr. W. H. Evans, B.Sc. (Witwaters- 
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rand), Chief Civil Engineer’s Office, 
South African Railways, Johannesburg. 
Mr. F. S. Maconachie, Port Commis- 
sioners, Rangoon. 
Mr. F. Willcock, B.Sc.Tech. 
chester), Ministry of Transport. 


(Man- 


Mr. C. S. Louch, whose retirement 
from the pcsition of Comptroller and 
Accountant of the London Passenger 
Transport Board was announced in our 
issue of February 3, had completed over 
36 years in the service of London trans- 
portation. It was in 1902 that he left 
the British Thomson-Houston Com- 
pany in Rugby to assume the position 


Howard 
Mr. C. S. Louch 


Comptroller and Accountant, L.P.T.B., 
1933-39 


of Chief Accountant of the newly- 
formed Underground Electric Railways 
Company of London Limited, which 
had been formed to take over the Met- 
ropolitan District Electric Traction Co. 
Ltd. In 1913-14, having already be- 
come Accountant of the London Elec- 
tric Railway Company, Mr. Louch was 
appointed Accountant of the Metro- 
politan District Railway Company, the 
City & South London Railway Com- 
pany, the Central Londen Railway 
Company, and the London General 
Omnibus Co. Ltd. Under the reorgani- 
sation in 1921 he became Comptroller 
and Accountant of the four under- 
ground railways and the L.G.O.C. 
When the London Passenger Transport 
Board was formed in 1933, Mr. Louch 
was appointed its Comptroller and 
Accountant, which position he held up 
tc his retirement. 


Mr. N. E. V. Brady, who since 1934 
held the position of General Assistant 
to the Assistant Engineer for General 


Maintenance, has been appointed 
General Purposes Officer, General 
Manager’s Office, Southern Railway, 
vice Mr. G. Wynne Davies, who has 
taken up an appointment in the 
Secretary’s Office. Mr. Brady was 
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educated at Marlborough and became 
articled to the former L.B. & S.C.R. 
in 1919. In 1922 he was appointed 
Engineering Assistant, and, on the 
amalgamation in 1923, Engineering 
Assistant, Southern Railway. In this 
capacity he served in the Permanent 
Way and New Works Sections of the 
Engineer’s Department, and was the 
Resident Engineer of the reconstruction 
of Epsom station and the building of 
Whitton and North Sheen stations. 
This position he also held in connec- 
tion with the new locomotive shed and 
marshalling yard at Hither Green. 
Since then, he has been responsible for 


Mr. N. E. V. Brady 


Appointed General Purposes Officer, General 
Manager’s Office, Southern Railway 


Government works and traders’ 
facilities. Mr. Brady was com- 
missioned in the Royal Engineers 
(Southern Railway), 1926, and is now 
Captain (Second in Command), 156th, 
Transportation of Stores Company, 
R.E.. (6.3). 
L.M.S.R. APPOINTMENTS 

The following appointments have 
been approved by the directors :— 

Mr. W. Dunsmuir, District Locomo- 
tive Foreman, Aberdeen, to be District 
Lecomotive Superintendent, Inverness. 

Mr. C. MacPhail, Assistant Dock & 
Harbour Master, Fleetwood, to be Har- 
bour Master, Grangemouth. 

Mr. J. Buchanan, Goods Agent, 
Wishaw, to be Goods Agent, Leith, N. 

Mr. A. Brown, Chief & Accounts 
Clerk, Greenock, to be Goods Agent, 
Wishaw. 

Mr. R. Gray, Head Office Inspector, 
Operating Manager’s Office, Glasgow, 
to be Assistant District Controller, 
Polmadie. 

Mr. W. Fairfield, Permanent Way 
Inspector, Nottingham, to be Chief 
Permanent Way Inspector, Stoke. 

Mr. W. Axe, Chief Permanent Way 
Inspector, Lancaster, to be Chief Per- 
manent Way Inspector, Watford 
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Deliberate Derailment of Dehra Dun Express 


Sir Guthrie Russell’s comments 


J mnection with the deliberate de- 
rail it of the Caleutta—Dehra Dun 
express near Hazaribagh Road _ on 
Ja y 12, referred to in these columns 
s times in the past few weeks, 
Mr N. Sapru moved the adjourn- 
mel f the Indian Council of State to 
dr ttention to the accident, which, 
he |, was perhaps worse than the 
Bi disaster, because of the 36-hr. 
fire hich had made it impossible to 


at the exact number killed. In 
demanding an independent inquiry he 


hoped the Government would not re- 
eard his aS a censorious motion, but 
as one to secure the safety of the travel- 
ling public. 

Sir Guthrie Russell, Chief Commis- 
sioner of Railways, intervened early in 
the debate that followed, and gave a 


detailed, technical explanation, mainly 
in support of the theory that the acci- 


dent had been the result of sabotage. 
He said that the Government, on the 
information then available, was satis- 


fied that the cause was sabotage. That 
was the finding of the Senior Govern- 
ment Inspector, the statutory autho- 
rity for making inquiries into railway 
accidents.* On what evidence did the 
Senior Government Inspector, and the 
Bihar police, who agreed with him, 
arrive at this finding? At the site of 
the accident, the track was laid with 
100 lb. double-headed rails, 36 ft. long, 
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fishbolts and nuts, all undamaged. At 
the other end of the rail, one fishbolt 
and nut were found, together with one 
fishplate, undamaged. All the 14 loose 
jaws were found at the side of the track 
undamaged, together with ten of the 
cotters. It was quite impossible for the 
fishplates, fishbolts, loose jaws and 
cotters to have been removed except by 
human agency. If the rail had been 
forced out as a result of the accident, 
the fishbolts must have been broken 
and the loose jaws and cotters must 
have shown some sign of injury. 

It would not have been possible to 
remove the rail after the accident and 
place it in the position in which it was 
found except by a gang of men, but it 
would have taken them a very long 
time, as the forward derailed end of 
the last coach was covering the end of 
the rail so as to make access to it im- 
possible, and anyway there were no 
men available for such a task before 
the arrival of 4 Down, which not only 
brought responsible railway staff but 
also police. 


How the Engine Jumped the 36-ft. 
Gap and Rerailed 

One of the features of this accident 

was that the engine itself did not de- 

rail, though the tender and coaches 

following it did, so that the engine 

crossed the 36-ft. gap and got safely 


IN 20 LOOSE JAW REMOVED 





Denham and Olphert plate sleeper as used on the E.I.R. 


each therefore weighing over half a ton, 
and supported in D. & O. plate 
sleepers. This was of special import- 
ance, for if the fishplates and loose 
jaws were removed, the rail would fall 
on its side towards the centre of the 
track. This was actually what hap- 
pened in the accident which took place 
at Bhadaura on October 16, 1938, when 
the 18 Down Punjab Express was de- 
raile d. 

After the accident on January 12, it 
was found that one of the left hand 
rails in the direction in which the train 
was travelling was lying about two feet 
inside what was its normal alignment. 
At one end of the rail a fishplate was 
found on the track together with four 


* See Toe Rattway Gazette of January 20 (p. 116) 
January 27 (p. 157) 


to the other side. The explanation of 
this, Sir Guthrie thought, was that 
when the engine approached the gap, 
the outer jaws of the plate sleepers 
were in perfect alignment. The train 
was travelling at an estimated speed of 
55 m.p.h. At that speed the time 
taken to cross the gap would be less 
than half a second. The track was 
straight and there was no reason why 
the engine should sway either to right 
or left, and the right-hand wheels re- 
mained on the rail. 

The distance between the outer edges 
of the flanges of the engine wheels was 
such that the wheels could ride on the 
top of the outer jaws of the sleepers of 
which ‘there were 14, and this was 
apparently what happened. The en- 
gine having smashed the jaws, there 
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was nothing for the tender to ride on, 
and it therefore derailed and pulled off 
the coaches following. 

In further support of this theory, the 
right-hand wheels of the locomotive 
were entirely unmarked, whereas the 
left-hand wheels showed that they had 
come into contact with the jaws and 
ballast, and the leading bogie wheel 
was marked where it hit the rail head. 

A significant point was that this was 
the third serious accident which had 
taken place on the East Indian Rail- 
way within the last seven months. 
The other two cases had definitely been 
accepted as sabotage by the Senior 
Government Inspector and the police. 
The technique adopted in this case is 
almost exactly the same as in the other 
two Cases. 

As regards a suggestion that retrench- 
ment of staff had caused discontent, Sir 
Guthrie referred to his recent conversa- 
tion on this point with Mr. Bell, the 
General Manager, who had stated that 
no reductions of staff had been made 
since 1929. 

Regarding the cause of the fire which 
consumed four of the five capsized 
coaches and is said to have burnt for 
36 hr., Sir Guthrie referred to a number 
of tins of kerosene oil in the carriages, 
which, he said, had presumably burst 
into flames. The casualties were: 21 
killed and 71 injured. 

In view of Sir Guthrie’s assurance 
that the request of the Bihar Govern- 
ment for a public inquiry would be 
earnestly considered, Mr. Sapru with- 
drew his motion of adjournment, 
according to the A.P. message. 








INTERNATIONAL AUTOMOBILE EXHIBI- 
TION AT BERLIN.—We have received 
from the London Information Bureau of 
the German State Railway a _ poster 
advertising the International Auto- 
mobile and Motor Cycle Exhibition. 
This is being held in Berlin from Feb- 
ruary 17 to March 5. Of a striking 
design, the poster shows two cars 
racing neck-and-neck against a_ back- 
ground of an exhibition building in the 
modern style. 


SCHEME TO ESTABLISH BULGARIAN 
Ports AS FREE Zonrs.—A_ Reuters 
message from Sofia states that delega- 
tions from the two towns, Rouschouk 
on the Danube and Varna on the Black 
Sea, have called on the Prime Minister, 
the Speaker of the National Assembly, 
and other ministers asking that both 
ports be established as free zones to 
facilitate the transit of foreign trade 
through Bulgaria. It is claimed that 
if such free zones were provided, the 
trade of both ports would revive and 
the unemployment problem of both 
towns would be solved; it would also 
mean increased revenue for the State. 
Both zones would be made use of by 
Germany, Czecho-Slovakia, Poland, 
Hungary, and Roumania. Rouschouk 
and Varna are provided with first class 
rail communications, and during the 
summer season there is much tourist 
traffic from Central Europe. 
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Progress of the “Square Deal” 


The railways and road transport representatives reached agree- 
ment on their rates policy on February 6, and have drawn up a 
memorandum for submission to the Transport Advisory Council 


The road haulage industry, subject 
safeguards, will raise no objection to 
the railways’ ‘‘ square deal ’’ proposals. 
A basis of agreement was reached at a 
meeting on February 6 between repre- 
sentatives of the railway companies and 
of the liaison committee on road trans- 
port rates, and as a result a_ joint 
memorandum embodying the agreed 
proposals will be submitted by the two 
industries to the Transport Advisory 
Council. The memorandum explains 
that the liaison committee consists of 
representatives of holders of ‘‘ A’’ and 

B’’ licences of all the national road 
haulage organisations. Both the rail- 
way and the road haulage industries 
hold the view that due regard must be 
given to the ultimate objective of co 
ordination of all forms of transport. 
[They are convinced, however, that it 
would not be practicable to apply to 
road transport the present railway rates 
structure with its elaborate classifica- 
tion, restrictions, and obligations. 

In order to afford road _ hauliers 
vreater freedom to negotiate agreements 
for the co-ordination of their own in 
dustry, the railways have given an 
undertaking that they will not, unless 
there are exceptional circumstances, 
raise objection for two years after they 
have been given their freedom to appli- 
cations for (a) the renewal, without any 
alteration, of existing ‘‘A’”’ or “B”’ 
licences; (b) the granting to existing 
hauliers of ‘‘ A’’ licences for additional 
vehicles; (c) the granting to existing 
hauliers of additional ‘‘ B’’ licences for 


to 


vehicles whose operations are limited to 


a radius not exceeding twenty-five 
miles. This undertaking is not, how- 
ever, to preclude a railway company 
from giving information on request to 
a licensing authority concerning the 
existing transport facilities which it pro- 
vides, or from objecting to an applica- 
tion on the ground that the applicant 
has failed to comply with the conditions 
f the licence. The road haulage in- 
dustry agrees to co-operate with the 
railways as far as practicable with a 
view to securing due observance of the 
conditions attached to road haulage 


licences. 


Proposed Consultative Committee 

The two industries agree to set up 
voluntarily a central consultative com- 
mittee to arrange measures of co-ordi- 
nation and to deal with difficulties that 
may arise. The committee will be set 
up forthwith, and as an immediate task 
will consider and formulate the prin- 
ciples on which voluntary agreements 
can be entered into in regard to the 
rates to be charged by road and rail 
for merchandise traffic either generally 
or in respect of particular commodities 
or particular routes or areas, with due 
regard to the effect of such agreements 


on other interests. The liaison com- 
mittee is convinced that owing to the 
large number of operating units in the 
road haulage industry, adherence to 
voluntary agreements cannot be relied 
upon, and that some measure of statu- 
tory control is an essential preliminary 
to an attempt at co-ordination with 
other forms of transport. In order, 
therefore, to make joint agreements 
effective, it will be necessary to obtain 
statutory powers to secure their observ- 
ance by all read hauliers between the 
points or in the areas affected. In the 
considered opinion of the liaison com- 
mittee such powers are necessary, not 
at some future distant date when the 
country as a whole might be covered by 
a general comprehensive rate structure, 
but immediately agreements are entered 
into, not only on routes and in districts 
but even for specific traffic on those 
routes or in those districts. The liaison 
committee has therefore urged that any 
Bill repealing restrictions on railway 
charges should include clauses providing 
for machinery to sanction agreements 
and making the specified rates and con- 
ditions of carriage obligatory on all 

A’”’ and ‘‘ B’”’ licence holders and 
cn the railway companies where con- 
cerned. 

Draft clauses submitted by the 
liaison committee are appended to the 
report. They provide for the setting 
up! of a tribunal to approve rail and 


road rates agreements, and _ propose 
that the Railway Rates’ Tribunal 
should for this purpose be modified 


by the appointment of an additional 
permanent member who shall be a 
person of experience in the transport 
of goods by road. Full provision is 
made for the publication of proposed 
agreements by the rates tribunal and 
for opportunity of objection by a 
trader or _ representative body of 
traders, or a road carrier or repre- 
sentative body of road _ carriers. 
It is further provided that when 
an agreement is sanctioned by the 
tribunal the prescribed rates shall 
be binding on all road hauliers con- 
cerned and that a road haulier may 
have his licence revoked or suspended 
if the prescribed rates are disregarded. 
Having regard to the ultimate common 
objective of co-ordination, the railways 
have agreed to the principle of the pro- 
posed clauses for inclusion in any Bill 
removing railway restrictions. 

The following additional safeguards 
for road haulage have been agreed 
upon :— 

Classification.—The_ railways have 
given an assurance that they will 
maintain a voluntary system of classifi- 
cation, and express the view that the 
removal of statutory control in this 
respect will enable them to modify their 
classification as may prove necessary 
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in the interests of a 
system of rates. 
Publication of vates.—The rai 
have given an assurance that t} sh 
they seek to be free from the stat 
obligation to publish rates, the, 
in practice, publish lists of raj Ir 
the use of traders. . 
Undue preference.—In regard 
apprehension of the road haula: 
dustry that the railways, if freed 
their present obligations in resp of 
undue preference, might use thei: 
dom coercively, the railways point 


co-ordi: ited 


that it is an explicit part of ir 
proposals that they should se 
reasonable rates and that there s ld 
be a right of appeal by traders 1¢ 
question of reasonableness  t \ 
tribunal. It is agreed that in cot t 


ing the question of reasonablenes 
tribunal should have regard t T 
rates charged for traffic of the 1e 
description carried under identical «on- 
ditions between the same points d 
to the rates charged by competing forms 
of transport or agreed with them, th 
a view to avoiding uneconomic t 5 
port rates. 


Safeguards for Trade and Industry 


In conclusion the memorandum 
points out that the two transport 
dustries attach great importance to the 
scheme of voluntary consultation 


through the central committee, id 
that the legislation which is re } 
mended is considered essential to e 
effect to measures of co-ordination 
agreed between them. At the same 


time the recommendations § contain 
ample safeguards for the protection of 
trade and industry in the form of a 
right of appeal to a judicial tribunal, 
whilst nothing in the proposals involves 
any interference with the right of 
trader to use his own vehicles under a 
‘C”’ licence. ‘‘ The two forms of trans 
port,’’ the memorandum concludes, 
‘* will continue to exist side by side 
as competitive but co-ordinated 
agencies. The competition will, h 
ever, be of a different kind for, under 
a correlated system of rates it will mor 
than ever be the object, and the in 
terest, of each to win traffic by the 
quality of the service which it 
renders.”’ 








RoyaL Station Hoter, YorK.—The 
L.N.E.R. announces that the main 
entrance to the Royal Station Hotel, 
York, is to be transferred to the front 
of the building facing the hotel garden, 
and that a new park for visitors 
cars will be provided adjacent to it. 
The existing path through the garden 
from Station Road will be converted 
into a roadway which will pass the new 
entrance and continue through the car 
park into Leeman Road opposite the 
hotel garage. These alterations will 
enable visitors to enter the hotel at a 
more central point and to have the 
benefit of a private and enclosed car 
park. 
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Northern Ireland Transport 
Select Committee 


A select committee of both Houses of 
the Northern Ireland Parliament was 
promptly set up to consider the reports 
of [lis Honour Judge Thompson and 
of the M’Lintock Committee, and got 
to work quickly. At its second meet- 
ing on January 6 it heard the evidence 


of Messrs. D. L. Clarke and A. 
Morrison, Chairman and _ General 
Manager, respectively, of the Trans- 


por Board. Though the sittings are 
held in private, it is understood that 
this evidence was concerned mainly 
with amalgamation, and the board’s 
ibility to take over parts of the rail- 
wavs. It is believed to have embodied 
the views that the railways could not 
be dispensed with entirely, but that 
certain sections of them could be closed 
with advantage to the pool. The 
board’s financial losses were not 
considered. 

On January 21, Sir William Wood, 
Vice-President of the L.M.S.R., gave 


evidence before the third sitting of the 
mmittee, on behalf of the three rail- 
wavs in Northern Ireland. He was 


accompanied by the general managers 
of the three systems, Major Malcolm 
Speir, L.M.S.R.-N.C.C., Mr. J. B. 
Stephens, G.N.R.(I), and Mr. W. F. 
Minnis, B. & C.D.R. Sir William’s 
idence was confined to the M’ Lintock 
rt and recommendations, and he 
rely reviewed the evidence before 
the M’Lintock Committee and a state 
ent of the general view of the rail- 
ways on the position, without reference 
to their concrete proposals. The views 
of the railways are understood to have 
been sought to ascertain if they regard 
the M’Lintock proposal for the in- 
clusion of the railways in any form of 
transport control as the best way of 
their being absorbed into a new scheme. 


Views of Public Bodies 


rhe Belfast Chamber of Commerce 
is forwarding its recommendations to 
the select committee. Briefly, these 
ire as follow :— 

Reorganisation of the board on the 
model of the Belfast Omnibus Company 
ind Catherwood undertakings, and that 
it should deal mainly with passengers and 
parcels. 

Private road haulage should, within 
limits, be restored subject to fair con- 
ditions of operation. 

Rights of individual traders to provide 
their own transport should be safe- 
guarded. 

here should be no interference with 
the Belfast Corporation transport system. 

Farmers should be allowed to trans- 
port their own goods. 

rhe State should not be responsible 
for any subsidy or amalgamation scheme. 

The railways should be permitted to 
perate road goods traffic. 

Che convenience of certain rail trans- 
port methods is recognised. 

Pooling should cease. 

[he Chamber also offered general 
remarks on the financial position of the 
board. 


The Londonderry Chamber of Com- 
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merce has 
follow :— 

It urges that the responsibility for any 
new Transport Act should be vested in 
either the Ministry of Commerce or of 
Finance. Honest private haulage as 
opposed to piracy should be safeguarded, 
and also its freedom from restrictions on 
wages. Existing undertakings should, if 
acquired, be taken over at market value. 
The Corporation of Londonderry should 
continue to participate in the profit of the 
city services, despite the M’Lintock 
recommendation to the contrary. Tax- 
ation, licensing, inspection, and load re- 
strictions should be as in Great Britain, 
both in regard to public and _ private 
vehicles. 

The Joint Committee of Repre- 
sentatives of each Committee of 
Agriculture in Northern Ireland, repre- 
senting the six county committees, 
states that it is convinced that private 
enterprise is much better fitted to deal 
with all classes of road freight trans- 
port in Northern Ireland, than is a 
board. 

Meanwhile a plea for cash payment 
instead of stock is being made by the 
stockholders in the former Belfast bus 
companies, H. M. S. Catherwood 
Limited and the Belfast Omnibus 
Company. 


passed resolutions as 








Mr. R. Carpmael’s Visit to 
India 


Mr. R. Carpmael, Chief Engineer, 
Great Western Railwav, gave a lecture 
entitled ‘‘ My Indian Visit: a pictorial 
survey ”’ to a full meeting of the Great 
Western Railway (London) Lecture and 
Debating Society on January 26. Mr. 
Carpmael described how he went to 
India in August, 1938, as a member of 
the Pacific Locomotive Committee 
which was appointed to report on, inter 
alia, the conditions under which certain 
engines could be used with safety. 
The committee made a tour of India in 
its special train over some 7,000 miles 
during the course of four and a half 
weeks, and was able to gain a good 
impression of the problems which faced 
the Indian railways. 

The railway systems were comprised 
of two gauges: 32,000 miles of broad 
(5-ft. 6-in.) gauge, and 26,000 miles of 
narrow (a metre or under) gauge. The 
committee was concerned only with 
the broad gauge. It made observations 
on the state of the permanent way and 
the running behaviour of the locomo 
tives, and was able to observe the ex 
periments on these matters of the Re- 
search Office of the Railways Board 
Central Standards Office. 

The lecturer described, with the aid 
of lantern slides, the many places of 
great beauty and historical interest 
which had been visited—Golconda ; 
Hyderabad with its history of vast 
wealth of precious stones and its tombs 
of kings; Madras, Benares, Agra, and 
the Taj Mahal. The committee also 
spent some days at Simla, and the lec- 
turer showed many pictures of the 
superb mountain scenery in which it is 
situated. 


Argentine Government to 
Purchase Transandine Railway 


Some 18 months after the Bill em- 
bodying the Argentine Government’s 
proposals for the purchase of the 
Transandine Railway was laid before 
Congress, the measure was passed by 
the Senate on January 11. As re- 
ported in THE Rattway Gazette of 
September 16 last, this Bill was 
approved by the Chamber of Deputies 
on August 24 by a large majority, and 


was then sent to the Senate. Dr. 
Sanchez Sorondo, representing the 
Finance and Public Works Com- 


mittee, who introduced the Bill, 
explained that the purchase of the 
line had more of a_ political than 
a commercial significance. From the 
business standpoint, he said, the 
acquisition of the railway was probably 
not a profitable speculation, as the 
traffic which it was expected to carry 


would scarcely defray the cost of 
maintenance. Politically, however, 
the step would be of value by 


strengthening the friendly relations 
with Chile, which would thereby gain 
an outlet to the Atlantic Ocean. 

The only opposition to the Bill 
came from Senor Eguiguren, Senator 
for Entre Rios, chiefly on the grounds 
that the purchase price was greatly in 
excess of the value of the railway, the 
identical argument which the same 
Senator had used the week previously 
against the purchase of the Cordoba 
Central Railway. The debate was 
wound up by the Minister of Public 
Works, Sefior Manuel R. Alvarado, 
who supported the Bill on account of 
the good effect which the reopening 
of through railway communication 
would have on the political relation- 
ship between Argentina and Chile. 
He, however, questioned the accuracy 
of the committee’s estimate that the 
operation of the railway would involve 
the Government in a loss of some 
$300,000 per annum, and expressed the 
opinion that, when eventually joined 
up with the State Railways, the line 
would yield a profit. The Bill was 
passed with only one dissentient vote 


Terms of Purchase 

The price agreed upon between the 
Argentine Government and the 
Transandine Railway Company for the 
purchase of the line and its effects has 
been fixed at £750,000 sterling, or 
11,250,000 pesos, of which 10 per cent. 
will be paid in cash, and the balance 
by an issue of bonds bearing interest 
at 4 per cent. per annum and 1 per 
cent. amortisation. To the purchase 
price has to be added a sum amount- 
ing to some $8,500,000 for repairing the 
line and restoring the service after a 
lengthy interruption, thus bringing the 
total cost to the Government up to 
approximately 20,000,000 pesos. A 
brief reference to these terms of pur- 
chase was made in THE RAILWway 
GAzETTE of January 27 at page 157; 
the history of the undertaking is out- 
lined on page 207, 
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German-Czech “ Corridor ” 
Services 


Agreement on details 


As already announced in _ our 
columns, the new frontier arrange- 
ments between Germany and Czecho- 
slovakia have resulted in many rail- 
way routes crossing and recrossing the 
boundary line, and have necessitated 
special arrangements being made for 
the regulation of traffic. The ex- 
perience already obtained with the 
services across Poland between the 
body of the Reich and East Prussia 
proved useful in negotiating the new 
igreement, reached between the two 
countries on October 27, 1938, and 
given a temporary validity of three 
months; it is not expected that the 
permanent agreement will vary much 
from it. There are six appendices to 
the general clauses, covering such 
matters as fares, passport and customs 
formalities, responsibility in case of 
accident, &c. The following leading 
particulars are taken from the Zeitung 
des Vereins. 

There are three main _ so-called 
‘ corridor ’’ routes established for each 
of the two countries, namely :— 


German corridor routes 


Annaberg. 
Stiebnig. 


1. Lundenburg—Bohumin 
2. Diehlau—Schénbrunn 
3. Ludenburg—Lichtenau. 


Czech corridor routes 


1. Ceska Trebova Brno (Briinn) 
Kuty. 

2. CeskA—Trebova—Olomouc (Olmiitz). 

3. Kuty Lundenburg Prerov M. 
Ostrava, 


On these routes ‘“ privileged ”’ 
trains, the composition and number 
of which is unrestricted, may run for 
through services, entirely free of all 
customs, passport, exchange, or 
veterinary formalities. Contrary to 
the East Prussian service, where Polish 
locomotives and staff deal with the 
trains on the “‘ corridor ’’ sections, the 
owning administrations will haul and 
staff their trains throughout. If, how- 
ever, drivers are not familiar with the 
routes, pilotmen will be given them. 
A certain proportion of a train crew 
must be able to speak the other 
language. The stations at the ends 
of the routes have full authority over 
fares, &c., and all documents are in 
the owning administration’s form, none 
being prepared on the route.  Res- 
taurant and sleeping services may be 
run. A proportionate payment is 
made for use of the foreign track and 
other equipment and both sides under- 
take to keep it in suitable condition. 
The Czech signalling regulations are 
naturally being retained for the 
present Each state is liable for 
damages for accidents on its trains un 
less they are due to negligence of a 
servant of the other. The staff mem- 
bers engaged in ‘‘ corridor ’’’ services 
enjoy the special protection of the 
foreign state when on its territory, and 
if obliged to reside therein are subject 
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to special regulations regarding taxation 
and other public matters. Their ser- 
vants are also given special passport 
facilities. Although somewhat com- 
plicated in parts, the new regulations 
are expected to work out well. It will 
be possible to reduce by two hours 
the journey time between Berlin and 
Vienna by running via Silesia instead 
of via Passau. The small piece of 
Polish territory traversed near Oder- 
berg is not expected to give rise to 
any difficulties, but it would in any 
case be fairly easy to make an avoid- 
ing line. In addition to the “‘ corri- 
dor’’ sections the agreement covers 
some routes where a small piece of 
foreign territory is traversed. In some 
instances it has been decided to abolish 
the stations therein, so as to simplify 
working. 








55 Miles at 75°3 m.p.h. with 
a 635-ton train 


Remarkable performance of 

streamlined L.N.E.R. Pacific 

Evidence of the exceptional tractive 
capacity of the streamlined class 
‘* A4”’ Pacifics of the L.N.E.R. is 
afforded by the log here reproduced of 
a journey on the down Flying Scots- 
man, which, with three coaches and a 
full complement of passengers, weighed 
635 tons behind the tender. Schedule 
was improved on to a total of 4 min. 
gross and 5 min. net, notwithstanding 
a schedule of 57-5 m.p.h. from King’s 
Cross to Grantham and 59-8 m.p.h. 
from there to York. The 54-9 miles 
from Hatfield to Yaxley were run in 
43 min. 43 sec., at an average of 75-3 
m.p.h. (including the usual slack over 
Offord curves, and the 3-mile ascent 
at 1 in 200 beyond Huntingdon). It 
will be seen from the log that the maxi- 
mum speed at Three Counties was 91 
m.p.h., and the engine displayed its 
ability to maintain between 72 and 74 
m.p-h. with this heavy train over the 
comparatively level stretch between 
Sandy and St. Neot’s. After the Peter- 
borough slowing, a speed of 66 m.p.h. 
was attained on the level to Talling- 
ton, and the final 3 miles at 1 in 178 
up the bank to Stoke were breasted at 
a lowest rate of 48 m.p.h.; the 15-3 
miles from Tallington to the summit 
having taken only 15 min. 45 sec. The 
most notable feature of the run _ be- 
tween Grantham and York was the 57 
m.p.h. minimum over Markham sum- 
mit, after climbing a bank which in- 
cludes over 3 miles at 1 in 200. In 
assessing the merit of this remarkable 
performance, the heavy demand on 
electrical power, for forced-draught 
ventilation, lavatory water heating, 
cooking and other purposes, must be 
taken into account in addition to the 
635-ton weight of the train, which 
would equal nineteen vehicles of the 
previous Flying Scotsman stock. The 
gains in time were in recovery of late 
starts, that from King’s Cross being 
2 min. late owing to the necessity of 
attaching extra stock at the last 
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minute, and departure from Yort: was 
5 min. late owing to 3 min. | by 
very heavy traffic at that station 


L.N.E.R. Kine’s Cross—Newcas1 
Engine : 
Class ** A4”’ 
Driver: Dalrymple (Gateshead shed 
Load: 17 coaches, 593 tons tare, 63 


gross 


Dist- 


Sched.| Actual | s Is 
ance 
miles min, | min. sec h. 
0-0 | KING’S 0 0 00 
CROSS 
2-5 | Finsbury Park 7 33 5 
5-0 | Wood Green 10 58 ) 
9-2 New Barnet 16 55 iQ 
12-7 | Potter’s Bar 22 17 39 
17-7 | HATFIELD 24 27 22 6 
23-5 | Woolmer Gn 32 17 5 
28-6 | Stevenage ... 36 36 9 
31-9 | HITCHIN ...' 38 39 07 85 
37-0 | Arlesey om 42 33 I 
41-1 | Biggleswade 45 30 9 
44-1 | Sandy ee 47 46 } 
47-5 | Tempsford ... 50 28 77 
51-7 | St. Neot’s ... 53 55 9 
56-0 | Offord xa 57 13 |80/+67 
58-9 | HUNTING 59 59 48 70 
DON 
63-4  Abbot’s Rip 64 05 30 
ton 
69-4 Holme aor 68 30 85 
72-6) Yaxley oe 71 05 
76-4 | PETER- 76 75 23 
BOROUGH. 
79°5 | Werrington Jc. 80 09 38 
84-8 | Tallington ... 85 18 66 
88-6 | Essendine .. 88 50 2 
92-2 | Little Bytham - 92 17 i) 
97-1 | Corby me 97 35 53 
100-1 Stoke ae 101 03 iS 
102-1 | Great Ponton 103 03 l 
105-5 GRANTHAM) 110 107 55 
4-2 | Barkstone 7 5S 68 
9-9 | Claypole ae 12 35 ss) 
14-6} NEWARK ...| 15 16 19 60 
21-9 | Crow Park ... 23 25 70 
28-2 | Markham .. 29 27 37 
33-1 | RETFORD... 33 34 00 *55 
38-4 | Ranskill ‘ 39 13 69 
42-2 | Bawtry ie 42 30 66 
44-0 | Milepost 1493 44 14 58} 
45-8 | Rossington ... 45 58 74 
50-5 DONCASTER 49 50 18 | *60 
54-7 | Shaftholme Jc.. 53 54 18 6 
60-5 Balne wae 59 21 70 
64-3 | Templehirst... - 62 41 72 
Slgs 
68-9 | SELBY | 67 67 45 20) 
73-0 | Riccall ns 73 20 | 61 
78-5 | Naburn a 78 35 | 66 
80-7 | Chaloner’s 80 40 *57 
Whin Jc. | 
82-7 | YORK nol ae 84 55 
5-5 | Beningbrough - 840] 59 
11-2 | Alne ve] 14 14 08 65 
16-1 | Pilmoor pee 18 48 63 
22-2 | THIRSK i Ss 24 30 66 
30-0 | NORTH- 324 31 43 63 
ALLERTON 
33-7 | Danby Wiske 35 13 66 
38-9 Eryholme ...| 41 39 58 64 
41-5 | Croft Spa... 42 16 69 
44-1 | DARLING 46 44 40 *54 
TON 
49-5 | Aycliffe = 50 46 52 
54-2 Bradbury ... 56 11 51 
57-0 | FERRY- 604 58 56 66 
HILL 
61-9 | Croxdale 63 35 
66-1 | DURHAM 72 69 06 *30) 
71-9 | Chester-le 75 38 69 
Street 
74-7 | Birtley in ae 78 00 73 
77:6 | Low Fell... 80 28 
80-1 | NEWCASTLE! 90 86 00 





* Service slack + Slack for curv 
t At milepost 62 § Slack at Muskhan 
troughs 


4-6-2 No. 4490, Empire o/ iia, 





Vithka 
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RAILWAY LAW FOR THE QUARTER 


The Hilary Term 
The new term began on January 11 
a long list of cases awaiting trial. 


W 

Among the cases for appeal we notice 
S v. Southern Railway Company 
decided in the Court below by Mr. 
Justice Humphreys in July last in 
which the company is appealing. In 


Pi v. London Midland & Scottish 
R ay Company the plaintiffs are 


appealing against verdict and judg- 
ment on a trial befcre Mr. Justice 
Creom-Johnson and a common jury at 


Liverpool in October last. 

In the special jury lists there are five 
ictions against railway companies for 
damages for personal injuries. 
Disintegration of Rates 

ine alteration which is overdue in 
the method of fixing rates for carriage 


b rail relates to the complicated 
process known as the “‘ disintegration 
of rates.’’ Customers or traders were 


allowed by statute in 1868 and 

in in 1888 to apply to the company 

for disintegration of a particular rate. 
[t was not necessary for this to appear 
the rate book and indeed traders 
not willing that particulars should 
ppear. It followed that it was 
still is open to the company to 

the terms of the disintegration if 
lication be made by another trader 
for the same process. The truth is 
t it is impossible to allocate a fixed 
percentage to cartage, another fixed 
entage to conveyance, and another 
terminals. The process, as Mr. 
Gathorne Hardy observed in Muntz 
Vetal Co. v. London & North Western 
Railway Company (1910) 14 Rly. & 
Can. Tr. Cas. 284, is a purely defensive 
easure in which the officials of the 
mpany allocate the. various charges 
to the best of their ability in order to 
resist these applications. The charges 
in fact built up not by allocating 

» much to each of these elements, but 
on business principles as a whole. In 
the same case Mr. Gathorne Hardy con- 
tinued: ‘I do not believe that rates 
ire in fact built up in the manner 
suggested and we can only arrive at 
the amount by considering as best we 
in from a business point of view what 

is the real money value of the accom- 
1odation provided and the station ser- 
vices.’’ It is upon a consideration of 
the component parts of the rate that 
the question of undue prejudice or of 
i rebate falls to be considered. It will 
course be asked how the Railways 
\ct, 1921, has affected this question, 
d the answer is to be found in section 
10 (1) of the Act. This section pro- 
des that the Rates Tribunal in fixing 
exceptional rate, must itself dis- 
tegrate and show the amounts to be 
luded in the rate for the various 
services. Where the company grants 
1 exceptional rate the ‘‘ Pidcock ’’ 
inciple (1895) 9 Rly. & Can. Tr. Cas, 
65, is applied, being given the force 


of statute by s. 40, sub-s. 3. For the 
purpose of deciding questions of undue 
preference the Commission no longer 
has regard to the component parts of 
rates as shown in the rate book, but 
looks to the total rate for carriage in 
the case of merchandise for which un- 
due preference is alleged. But the ob- 
jection still remains from the com- 
pany’s point of view that disintegration 
of rates must of necessity be fictitious 
and unreliable. Taking it all round 
the theory of disintegration which has 
grown up as a result of statutory re- 
quirements and custom is, it is sub- 
mitted, an unsatisfactory method of 
arriving at a fair rate and should be 
abolished. 


Ticket Clauses Excluding Liability 


—Beaumont Thomas v. Blue Star Line 
Limited. The Times, January 21, 
1939. 

These ‘‘ ticket ’’ cases, whether the 
journey is by land or sea, always pro- 
vide a lesson to draftsmen. In this in- 
stance the journey was by sea for a 
cruise to the Naval Review of May, 
1937, and elsewhere in the Avrandora 
Star. The ticket excluded liability 
for ‘‘ all risk whatsoever of the pass- 
age,’’ and provided that “‘ neither the 
company, master nor its agents shall 
be liable for loss, &c., ‘to any passen- 
ger from any neglect or default of pilot 
master, officers, mariners or of any 
other persons whatsoever in the 
navigation or management of the 
ship,’’ and then followed particulars of 
the various risks of the journey—end- 
ing up “‘ or from any other cause what- 
scever.’’ If these last words were to 
have their general meaning it was 
obvious that in no circumstances would 
the company be liable. So when an 
unfortunate passenger slipped on the 
Wet floor of a corridor which was being 
washed by a steward and broke his leg, 
the company relied on the ticket con- 
dition and denied liability. It was 
argued for the passenger however that 
liability was only excluded for damage 
due to the risks of navigation and that 
even the words ‘‘ any other cause what- 
soever ’’ did not extend the protection 
outside this category, so that it did 
not cover general risks outside naviga- 
tion. This rule, ‘‘ ejusdem generis ’’ 
as it is called, is one of construction. 
Tts object, as was said by Justice 
Hamilton in Thorman v. Dowgate 
Steamships Limited (1910), 1 K.B. 410, 
is ‘‘ to find out the intention of the 
parties. The instrument, the nature 
of the transaction, and the language 
used must all have due regard given to 
them.”’ : 

The Lord Chief Justice who tried 
the case, acting on this rule, took the 
view that the exemption was only 
extended to cover the ‘“‘ risk of the 
passage ’’ and loss arising from negli- 
gent navigation or management of the 
ship. He thought that such negligence 
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was very different from that of the 
company’s servants in the discharge of 
their ordinary duties such as the wash- 
ing of floors. This meant that the com- 
pany was liable, and he gave judgment 
for the plaintiff for £6,000, the plain- 
tiff being permanently crippled. The 
decision is an interesting one for rail- 
way companies, whose tickets in the 
case of excursions and cheap tickets 
may be couched in somewhat similar 
terms. The case shows that it is dan- 
gerous to particularise too much if a 
general exemption is intended. If the 
terms of the ticket are drafted in this 
way the effect of the words ‘‘ or any 
other cause whatsoever ’’ is lost. 


The Supply of Water from Canals 


—A.G. v. Rochdale Canal Company. 

The Times, November 25, 1938. 

The crux of this case was a test of 
the powers of a canal company to 
supply water for purposes other than 
those of the canal itself. The Roch- 
dale Canal Act, 1899, enables the com- 
pany to supply water from the canal 
for manufacturing trade or ‘‘ purposes 
other than domestic ’’’ and there was 
a proviso that the supply should not 
interfere with the purposes of the canal 
nor should the company supply water 
within the statutory area of any other 
water supply undertaking. But within 
this proviso there was still the excep- 
tion that the company might supply 
water ‘‘ for condensing or raising steam 
to mills or works within 100 yards of 
the canal.’’ Near the towpath the 
London Midland & Scottish Railway 
had a 70,000-gall. tank into which it 
pumped water out of the canal. Water 
was also supplied to the water column 
tanks from which engines could draw 
water. The Borough of Rochdale 
sought an injunction to restrain the 
canal company, for whom it was argued 
that the railway line which was within 
100 yards of the canal came within the 
definition of ‘‘ works ’’ which could be 
the subject of supply. Mr. Justice Ben- 
nett who heard the case thought that 
the word ‘‘ works’’ was not apt to 
describe the railway permanent way. 
He held that the lines, troughs, pipes, 
and towers within 100 yards of the 
canal were not ‘‘ works’”’ within the 
meaning of the Act. Therefore the 
supply which the canal company had 
given to the railway was not authorised 
by its Act and the local authority was 
entitled to a declaration to that effect. 








EDUCATIONAL CouRSES FOR C.P.R. 
EmpLoyvers.—As a result of the success 
of the educational programme for Cana- 
dian Pacific employees held in Windsor 
station, Montreal, during the 1937-38 
season, arrangements were made for the 
resumption of this programme during 
1938-39. These classes and lectures, 
which will continue until April, 1939, 
are open to employees of the company 
in any branch of the service. The 
syllabus includes such subjects as 
French, public speaking, and train rules. 
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QUESTIONS IN PARLIAMENT 


Electrification of Main-Line Rail- 
ways 

Mr. Graham White (Birkenhead, E. 

-Lib.), on February 1, asked the 
Minister of Transport if his attention 
had been drawn to a scheme for the 
electrification of certain sections of 
main-line railways so selected that the 
major benefits of general electrification 
would be afforded within a fraction of 
time and cost thereof; and if he would 
consider the advisability of setting up 
a departmental committee to consider 
the matter. 

Mr. Leslie Burgin (Minister of Trans- 
port): No, Sir. My attention has not 
been drawn to any such scheme nor do 
[ know of it, but if the hon. member 
will furnish me with particulars of the 
scheme to which he refers I will con 
sider whether it is one which I might 
suitably bring to the attention of the 
inain-line railway companies. 

Mr. A. C. Crossley (Stretford—C.) : 
Would not such a scheme do great 
damage to the coal trade without any 
compensating advantage? 

Lieut.-Colonel G. J. Acland-Troyte 
(Tiverton—C.): Will the Minister do 
his best to discourage the use of the 
Southern Railway death rail system? 

[here was no reply to either of these 
questions. 


Maryhill Bridge Scheme 

Mr. J. J. Davidson (Glasgow-Mary 
hill—Lab.), on February 1, asked the 
Minister of Transport if, in the interests 
of road safety, any temporary measures 
would be taken with regard to the canal 
viaduct bridges in Maryhill, Glasgow, 
while the contemplated negotiations 
were proceeding. 

Mr. Burgin: Negotiations with the 
railway company regarding the bridge 
scheme are proceeding satisfactorily. 
Boreholes are about to be sunk in order 
to obtain data required for the prepara- 
tion of the design. It is hoped that 
the bridge works will be begun before 
the end of this year. The footpath on 
the south side of the road does not 
continue under the bridge. For the 
safety of pedestrians crossing to the 
footpath on the north side, pedestrian 
crossing places are proposed to the east 
and west of the bridge. That on the 
west is already being laid down. 

Mr. Davidson: Does the reply indi- 
cate that complete agreement has been 
reached between the various parties 
with regard to this matter? 

Mr. Burgin: As far as I know, yes. 


Southport and Liverpool Electric 
Trains 

Mr. E. Errington (Bootle—C.), on 
February 6, asked the Minister of Trans 
port whether he would give the num- 
ber of occasions during the past five 
years when there had been fires on 
electric trains on the Southport and 
Liverpool railway line; and whether he 
would make representations to the 


L.M.S.R. to improve its rolling stock 
on this service. ‘ 

Captain Austin Hudson (Parliamen- 
tary Secretary to the Ministry of Trans- 
port): 1 am not in a position to give 
my hon. friend this information, but 
I am in communication with the 
L.M.S.R. and will let him know the 
result as soon as possible. I have 
drawn the attention of the company to 
the latter part of the question. 


Railways and Square Deal Proposal 

Sir Charles Cayzer (City of Chester— 
U.), on February 8, asked the Minister 
of Transport if he could make any 
statement as to the nature of the under- 
standing which had been reached be- 
tween the railway companies and the 
canal owners which was satisfactory to 
both sides in regard to the square deal 
proposal. 

Mr. Burgin: I have no information 
on this matter. 
Transport 

Report 

Mr. C. C. Poole (Lichfield—Lab.), on 
February 8, asked the Minister of 
lransport, when he expected to receive 
the report of the Transport Advisory 
Committee on the railway companies 
square deal application; and if any 
necessary legislation would be intro- 
duced at an early date. 

Mr. Burgin: The Council are dealing 


Advisory Committee 
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with this question as a matter of 
urgency but I am not yet in a position 
to say when their report may be ex 
pected. 








Parliamentary Notes 


L.M.S.R. Bill 

The Bill ‘“‘ to empower the London 
Midland & Scottish Railway Company 
to acquire lands; and for other pu 
poses,’’ was read a second tim 
February 7. 


L.N.E.R. (Superannuation Fund 
Bill 

The London & North Eastern Kail 
way (Superannuation Fund) Bill “ to 
establish a superannuation fund for ce1 
tain of the staff of the London & North 
Eastern Railway Company; to provide 
that payments thereout shall not be 
assignable or chargeable; to provide for 
winding up the affairs of Thompson 
McKay & Co. Ltd.; and for other pur 
poses,’’ was presented on February 2 
and formally read a first time. 


Southern Railway Bill 


The Bill ‘‘ to empower the Southern 
Railway Company to construct works 
and to acquire lands; to extend the 
time for the completion of a railway and 
the compulsory purchase of certain 
lands; to confer further powers on the 
company; and for other purposes,’’ was 
presented on February 2 and formally 
read a first time. 








Waterloo Station Staff Dinner, S.R. 


[The sixth annual dinner of the 
Waterloo station staff was held at 
Lyons’ Coventry Street Corner House 
on Tuesday, February 7; Mr. H. C. 
Greenfield, Stationmaster at Waterloo, 
was in the chair. e 

Mr. Greenfield, in a witty speech, re- 
ferred to the success of the London 
(West) Division in winning the first 
Southern Sales League competition; 
the cup, he said, was to be presented 
by the General Manager on February 
20, but in the interim he would like to 
draw the attention of those present to 
the replica in wood (made by members 
of his staff), which was standing on the 
top table in full view of all. 

Mr. J. E. Sharpe, London (West) 
Divisional Superintendent, thanked 
Mr. Greenfield for his congratulations 
and his staff for their enterprise and 
constructional skill. 

Mr. F. C. L. Cann, of the Waterloo 
Station General Purposes Committee, 
proposed the toast of ‘‘ The Directors 
and Chief Officers of the Southern Rail- 
way,’’ coupled with the name of Mr. 
Sharpe. The first Sales League com- 
petition had been worthily won by 
London (West), but he thought it 
highly probable that a system of han- 
dicapping would call for a bigger effort 
still in 1939. 

Mr. J. E. Sharpe, in replying to the 


toast, thanked the Chairman for his 
organising ability. Mr. Szlumper, he 
said, had been pleased to send them 
his warmest regards and thanks for 
what they had done. _ Referring 
again to the Sales League, he thought 
that a big contribution which Waterloo 
in particular could make was by be 
coming ‘‘ the politest station,’’ thus 
enhancing its existing reputation for 
cleanliness, brightness and the great 
improvement in the appearance of men 
on duty. 

Mr. L. Mumford proposed the toast 
of the Guests, among whom _ were 
several stationmasters of London ter 
mini; and Mr. J. B. Dunkley, of St. 
Pancras, replied. 

Mr. P. C. Bullen, in proposing the 
toast of the Chairman, said that Mr. 
Greenfield exemplified the perfect type 
of railwayman and was, moreover, in- 
tensely proud of his career and of 
Waterloo station. 

Mr. Greenfield, in his reply, said he 
was pleased to note that the attend- 
ance at this year’s dinner (500) consti- 
tuted a record. With regard to Water- 
loo, the handling of traffic had bene 
fited tremendously from the change 
over to colour-light signalling, exten 
sion of platforms, and so on. 

An excellent musical programme was 
provided during the evening. 
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NOTES AND NEWS 


‘nstitute of Transport Congress, 
1939.—Arrangements are in progress for 
holding the 1939 Congress of the Insti- 
tute of Transport at Southampton from 
Wednesday, June 14, to Saturday, 
June 17, inclusive. 

{Institute of Transport Dinner, 
1939.—At the next annual dinner of 
t Institute of Transport, to be held 

Friday, March 3, at the Connaught 
Rooms, London, the toast of ‘‘ The 
Institute’ will be proposed by the 
Rt. Hon. the Earl of Dudley, M.C., T.D., 
[).L.; and the Rt. Hon. Leslie Burgin, 
M.P., Minister of Transport; will respond 

the toast of the guests. 

British Railway Meetings.—The 
British main-line railway companies 
have fixed the following dates for 
holding their annual meetings : G.W.R., 
February 22 at Paddington, 11.30 a.m. ; 
Southern Railway, February 23, at 
Southern House, E.C., 11.30 a.m.; 
L.M.S.R., February 24, at Friends 
Meeting House, Euston Road, 11.30 a.m. 
L.N.E.R., March 3, at Hotel Great 
Central, Marylebone Road, N.W., 2 p.m. 


Road Goods Transport in a Na- 
tional Emergency.—the distribution 
to ‘“‘ A,” “ B,” and ‘‘ C”’ licence holders 
of the Ministry of Transport handbook 
lescribing the Government scheme for 
the organisation of road goods trans- 
port in time of national emergency is to 
begin immediately. In addition, copies 
of the booklet (entitled ‘‘ Organisation 
of Road Transport for a Defence Emer- 
vency ’’) can now be obtained from H.M. 
Stationery Office, price 4d. a copy. The 
principles of the scheme with which it 
deals were summarised in our issue of 
January 20. 


London Transport Railway Work 
Programme for 1939.—During this 
year many important works now in 
progress on the railway system of 
London Transport will be brought into 
service. These include the new ticket 
hall for the Piccadilly and Northern 
Lines and the new escalators at King’s 
Cross station, and the new station at 
Eastcote, to be opened in May. The 
reconstruction of Sloane Square station 
will be completed in July, and the new 
station at Harrow-on-the-Hill opened in 
December. October is now given as 
the date for the projection of Bakerloo 
trains to Stanmore. 


Northern Ireland Traffics.—Pas- 
sengers (exclusive of season ticket 
holders) carried on railways wholly in 
Northern Ireland in the first ten months 
of 1938 numbered 5,136,989, compared 
with 5,296,017 in the first ten months 
of 1937, and total passenger receipts fell 
from £259,579 to £256,599. Merchandise 
and minerals conveyed in the first ten 
months of 1938 were 409,732 tons, a 
decrease of 75,623 tons in comparison 
with the corresponding period of 1937 ; 
the number of livestock fell from 209,438 
to 185,372, and the total goods traffic 
receipts from £176,391 to £154,388. On 


railways partly in Northern Ireland, the 
ordinary passengers in the first ten 
months of 1938 were 4,851,228, against 
4,989,011 in the first ten months of 
1937, but the total passenger receipts 
of £416,805 were {650 higher. Mer- 
chandise and mineral tons rose from 
766,874 to 773,622, but the number of 
livestock dropped from 639,342 to 
620,773. Total receipts from 
traffic were £509,770, against £518,320 


for the first ten months of 1937. 


goods 


Tourist Facilities in Tunisia.—An 
innovation which will be welcomed by 
visitors to Tunisia is the introduction 
of a well-equipped tourist train, replete 
with modern comforts. A party of 
at least 35 persons may use this train, 
which, covering Tunisia in five days, 
includes in its itinerary such places 
as Souasse, El Djem, Sfax, Tozeur, 
Gorges du Seldja, and Kairouan. It is 
also announced that tourists holding a 
Carte de legitimation can obtain a 
50 per cent. reduction on the railways 
of Tunisia. The cost of this card, which 
is valid for one month and may be 
renewed on expiry, is fr. 10. 


Argentine Railway Earnings. 
The gross receipts of the privately- 
owned Argentine railways for the first 
three months of the financial year 
1938-39 (July-September) amounted to 
88,643,000 pesos m/n., a decrease of 
11,714,000 pesos (11-7 per cent.) com- 
pared with the corresponding period of 
the previous financial year. The receipts 
of the British-owned railways, included 
in the foregoing figures, were 79,544,000 
pesos, or 9,562,000 (10-7 per cent.) less. 
The decrease in the aggregate figures 
was principally in goods traffic, which 
showed a decline of 10,541,000 pesos, 
or 14-9 per cent. Passenger receipts 
were practically the same, with a small 
decrease of 150,000 pesos, or 0-8 per 
cent., although the number of passenger 
journeys was actually higher, by 
1,948,000, or 5-4 per cent. 


L.M.S.R. Operating Awards. 
Presiding on Tuesday at a presentation 
ceremony held in the Shareholders’ 
Meeting Room, Euston station, in 
connection with the L.M.S.R. Punctua- 
lity League competitions, Mr. T. W. 
Royle (Chief Operating Manager) 
announced the award of a new trophy to 
be known as the Royle Cup, and to be 
won annually by the division heading 
the Freight Operating Competition. 
Both the Royle Cup and the Byrom Cup 
(for success in the Express Passenger 
Train Competition) were presented by 
the Chairman of the company, Lord 
Stamp, to Mr. Harold Rudgard (Divi- 
sional Superintendent of Operation, 
Derby) who is in charge of the Midland 
Division, winner of both competitions 
for 1938. Lord Stamp emphasised 
the importance of the spirit of teamwork 
among the operating staff, which was 
brought out by these competitions ; 
and Mr. Royle said that he attached 
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particular importance to the Freight 
Operating Competition (inaugurated in 
1938), since the improvement of freight 
train running offered a_ potentially 
important contribution to the net 
revenue of the company. Lord Stamp 
was supported by Sir Harold Hartley 
(Vice-President), and the presentation 
was attended by a number of the 
L.M.S.R. chief officers, headquarters 
and divisional operating representatives, 
and staff. 

Czecho-Slovak Railway Recon- 
struction. Recent messages from 
Prague indicate that a sum of about 
£9,000,000 is to be devoted to the re- 
construction of the Czecho-Slovak rail- 
way system, so as to conform to the 
new frontier arrangements and make 
good the losses sustained by territorial 
secession. The most important works 
in this connection aim at the provision 
of adequate and rapid travel over the 
through west to east route. According 
to a statement by the Minister of Com- 
munications, the country lost nearly 
3,000 miles or 35 per cent. of its railway 
route-mileage ; and 40 per cent. of its 
stations, and 800 locomotives, 2,270 
coaching vehicles, and 23,000 wagons 
were handed over to Germany. 


London Transport Posters.— 
Among new posters issued by the Lon- 
don Passenger Transport Board appears 
one showing how, since its formation in 
1933, the board has been faced with 
heavy increases in the cost of the sup- 
plies it regularly uses. These increases 
range from 11 per cent. in the price of 
petrol and oil fuel to 59 per cent. in the 
price of cloth for uniforms. Each of 
the five examples of rising costs appear- 
ing has alongside a pertinent illustration. 
Another poster is in two parts—the one 
complementary to the other. Both show 
on a black background the planet 
Saturn, surmounted by the _ board’s 
well-known circle-and-bar symbol. The 
caption at the foot of the first part, 
beginning ‘‘ London Transport ’’—is 
completed on the second part ‘‘ —keeps 
London going.” 








Forthcoming Meetings 


Feb. 22 (Wed.).—Great Western Railway 
Company (Annual General), Padding- 
ton Station, at 11.30 a.m. 

Feb. 23 (Thurs.).—-Southern Railway 
Company (Annual General), Southern 
House, Cannon Street Station, E.C., 
at 11.30 a.m., followed by Special 
General (Wharncliffe) meeting, at 12.30 
.m. 

Feb,’ 23 (Thurs.).—Belfast & County 
Down Railway Company (Ordinary 
Annual General), Queen’s Quay, Bel- 
fast. at 11 30 a.m. 

Feb. 23 (Thurs.).—Mersey Railway Com- 
pany (Annual), Winchester House, 
100, Old Broad Street, E.C., at 
12 noon. 

Feb. 23 (Thurs.).—Dundalk, Newry & 
Greenore Railway Company (Ordin- 
ary General), Euston Station, N.W., at 
12.30 p.m. 

Veb. 23 (Thurs.).—-Grand Union Canal 
Company (Extraordinary), Winches- 
ter House, Old Broad Street, E.C., at 
11 a.m. 
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Forthcoming Events atten © British and Irish Railway 
Institution of Structural Engineers (London), , 
Feb. 10 (Fri.).—Permanent Way Institution at 11, Upper Belgrave Street, S.W.1, Stocks and Shares 
(Hull), at Lecture Hall, Paragon station, 6.30 p.m. ‘‘ The Use of High Speed Tube 
7 p.m. ‘ Permanent Way Institution Con- Railways as A.R.P. Shelters,’”’ by Mr. E. : 
vention in Germany, 1938,” by Mr. W. A. Kearney. Prices 
Willox. Institution of Structural Engineers (South 3. | 
Feb. 13 (Mon.).—Institute of Transport (Lon Wales and Monmouthshire), at South Wales Sincke 2S 2% 
don), at Inst. of Electrical Engineers, Inst. of Engineers, Park Place, Cardiff, — OD 562 | Feb. Ri 
Savoy Place, W.C.2, 5.30 p.m. ‘“ The 7 p.m. ‘Some Engineering Works in eo) ca 8, F 
Interavailability of Tickets by Rail, Road, France,’”’ by Mr. R. Carpmael. 1939 
Sea and Air,” by Mr. J. Chambers. Railway Club, at Royal Scottish Corporation 
Stephenson Locomotive Society (I ondon), at Hall, Fetter Lane, London, E.C.4, 7.30 p.m. G.W.R. 
Dining Club, King’s Cross Station, L.N.E.R. Annual General Meeting. ‘‘ More about Cons. Ord. soo) 651g | 253g | 2710 [+1 
6.30 p.m. ‘“‘The Career of Alexander Railways-in-Law,” by Mr. Kenneth Brown. 5% Con. Prefce.... 11834 74 781le (+4 
Allan,” by Mr. F. Hambleton. Feb. 17 (Fri.).—Institute of Transport (East 5%Red. ao 11134 90 87lp +2 
Feb. 14 (Tues.).—Institute of Transport (Bir Midlands), at Guildhall, Nottingham, 7 p.m. 4% Deb. ... 111 9712 | 98lp +1 
mingham), at Queen’s Hotel, 6 p.m. “ In “Electricity and Street Transport,’’ by 44°, Deb.. +e 112536 |10019 100 +1 
land Waterways in Relation to a Com Mr. J. Steele. 44% Deb.... -- 1181g (104 106 
prehensive Transport Scheme,”’ by Mr. E Permanent Way Institution (Hull), at Lecture 5% Deb. ... we 13112 (119 11512 
Bavliss. Hall, Paragon Station, 7 p.m. ‘“Hull’s  2$% Deb.... .-.| 6934 | 60 6312 
Institution of Civil Engineers, Great Georg« Bogey—Maintenance of Level Crossings,” 5% Rt. Charge .../129 114 11019 1 
Street, London, S.W.1, 6 p.m. ‘“ The by Messrs. Hare, Harvatt, Newham and 5% Cons. Guar. ...,12812 (103 1051. 
Problem of Stiffened Suspension Bridges, Mitcheson. ; : 
and its Treatment by Relaxation Methods,” lramway and Light Railway Society, at L.M.S.R. 
by Messrs. R. Atkinson and Prof. R Inst. of Marine Engineers, The Minories, Ord. 3012 11 1244 |+3, 
Southwell. London, E.C.3, 8 p.m. “ Transport in the 4% Prefce. ( 92% 3) 7014 | 23 26lp +2 
L.N.E.R. (York) Lecture and Debating Black Country,” by Mr. A. Jenson. 4% Prefce. - 8214 | 4334 | 48leo (+5 
Society, at Railway Inst., Queen Street, Feb. 18 (Sat.).—Stephenson Locomotive Society 5 %Red. Pref. (1955) 10312 | 66 6712 (+5 
6.45 p.m. Debate with Hull Society (Newcastle), at Y.M.C.A., Blackett Street, 4°. Deb. ... 105136 85 911, 
‘That the National Interest demands 6.30 p.m. Railway Ciné Display, by 5% Red. Deb.(1952) 11414 (105 106 
Immediate Legislation for Compulsory Co Mr. W. Greenfield. 4% Guar. (10234 | 7712 | 78l2 |+1 
ordination of Rail and Road,”’ Affirmative : Feb, 20 (Mon.).—Engineers’ German Circle, at 
York Society. Negative: Hull Society. Institution of Civil Engineers, Great George 
Feb. 16 (Thurs.).—Ins titution of Locomotive Street, London, S.W.1, 6 p.m. “ Der L.N.E.R. 
Engineers (Scottish), at Royal Technical Deutsche Strassenbau (German Road Con- 5% Pref. Ord. ...| 8916 312 4 
College, George Street, Glasgow, 8 p.m. struction),’”’ by Dr. Todt. Def. Ord.... —...| 4716 21ig 234 [+14 
—_— 4% First Prefce. 6814 | 21 2412 |4+2 
B h ‘ K 4% Second Prefce.| 2714 8 9 
itis Te - 1 5% Red. Pref.(1955)| 97 401 421 - 
§ s urns 7 - ys 4 as 
ritish and Irish ‘l'rathe Ket a | on tae a| 
; 4°. Second Guar. | 9114, | 52 5112 | 
rotals for 5th Week fotals to Date 3% Deb. ... 7914 | 60 65lp |+1 
; ; . 492 Deb. 1041g 77 8512 - 
GREAT BRITAIN 5°, Red. Deb.(1947) 11053 | 97 1051p 
1939 1938 | Inc. or Dec. 1939 1938 Inc.orDec. 4#% Sinking Fund |108143g101 102 - 
Red. Deb 
L.M.S.R. (6,831} mls f f { £ £ | £ — ‘ 
Passenger-train traffic.. 375,000 386,000 11,000 1,853,000 1,909,000 56,000 uaa 87 477 631 +10 
Merchandise, &« = $46,000 494.000 48.000 2.010.000 2,373,000 363,000 D ry ‘ "oh aaa 8 ry 
494, ‘ 010, rath pane ef, Ord. eoel Shag 914 12!o (+1) 
Coal and coke 316,000 312,000 | 4 4,000 1,538,000 1,570,000 32,000 5% Pref. 115 83 881 14 
Goods-train traffic ; 762,000 806,000 44.000 3,548,000 3,943,000 395,000 54; 2R d. Pref. 1964 1151 98 961. 
fotal receipts 1.137.000 | 1.192.000 55.000 5.401.000 5,852,000 451,000 oe \ ) =e ~ 2 ea 
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40 DIN di. ‘ Lis = ” 1957 
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Merchandise, &« a 308,000 341,000 33,000 1,375,000 1,646,000 271,000 5 sp Deb. te ci 129 ’ 117 11215 
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: IRELAND — ¥ —_ Deb. ve sve] 88 56 48 —Tl2 
AD . 
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CONTRACTS AND TENDERS 


). Wickham & Co. Ltd. has received 
an order from the Crown Agents for the 
Colonies for three diesel railcars to be 
fitted with Saurer diesel engines and 
Buchi superchargers for the Kenya & 
Uganda Railways. These engines will 
develop 225 b.h.p. at sea-level and 
18) b.h.p. at the altitude at which the 
will operate. Accommodation is 
provided for 6 first and 52 third class 
passengers. 

Belgian Rolling Stock Order 

lhe Ateliers Metallurgiques of Nivel- 
es, Belgium, has just booked an order 

33 sleeping cars and 18 dining cars 
m the Compagnie Internationale des 
gson-Lits, learns Reuters Trade Ser- 
> from Brussels. This order involves 
some fr. 76,000,000. 

ried. Krupp A.G. has delivered its 
2000th locomotive to the German 

lways. This is a new type which 
can draw 650 tons at an average speed 
of 87 m.p.h., says an Exchange 
Telegraph message. 

(he Netherlands India State Railways 
has ordered three diesel-mechanical 
railcars from Dutch firms. The engines, 
of 330 b.h.p., are to be built by Thom- 
assen. S.L.M.-Winterthur gearboxes 

| Vulcan-Sinclair fluid couplings are 
to be incorporated. 

Stroemmens Werksted, Norway, has 

lered 20 horizontal diesel engines of 

ut 200 h.p. from the Deutsche Werke 
for use in railcars on the Norwegian 
Railways, learns Reuters Trade 
Service from Oslo. The first of these 
s in Service on the Trondheim line. 


a 


state 


rhe South Indian Railway Adminis- 
tration has placed the following orders 
to the inspection of Messrs. Robert 
White & Partners :— 

J. Baker and Bessemer Limited: 215 loco- 

tive tyres. 

Blaenavon Iron and Steel Co. Ltd.: 140 
irriage and wagon tyres. 

Morgan Crucible Co. Ltd.: One tilting furnace. 

Lysaght Limited: 156 Panel sheets. 

The Krupp Indian Trading Co. Ltd. 
has received an order from the Indian 
Stores Department for one lathe for 
burnishing wagon axle journals, one 
electric motor and burnishing equip- 
ment at a total price of Rs. 16,797 
delivered free. 

The Indian Iron & Steel Co. Ltd. 
has received an order from the Indian 
Stores Department for 11,528 cwt. of 
c.i. pipes. 

Burn & Co. Ltd. has received an order 
from the Indian Stores Department for 
600 carriage and wagon tyres at a total 
price of Rs.60,975, c.i.f. Karachi. 

fhe Egyptian State Railways Ad- 
ministration has recently placed the 
following orders :— 

Bochumer Verein A.G.: 


| plates. 
Colvilles Limited: Mild steel rounds and 


Mild steel rounds 


elephone Manufacturing Co. Ltd.: Wire 
unplifiers. ; 

ie. Générale des Conduites d’Eau: Pipes. 

H. J. Skelton & Co. Ltd.: Steel joists. 

Royal Netherlands Furnace & Steel Works : 
Pig iron, 

S.A. Gilsoco : 1,650 metric tons rail saddles. 


Heatly & Gresham Limited has 
received orders from the Indian Stores 
Department, New Delhi, for the supply 
of 600 standard carriage and wagon 
tyres at a total price of Rs. 60,600 c.i.f. 
Karachi and one duplex trimming press 
complete with electrical equipment and 
spares at a total price of Rs. 22,280, 
delivery free. 

Banting & Tresilian Limited has 
received an order from the Bombay 
Baroda & Central India Railway for 
10 copper firebox plates to be supplied 
to the inspection of Messrs. Rendel, 
Palmer & Tritton. 

Thos. Bolton & Sons Ltd. has received 
an order from the Chinese Government 
Purchasing Commission, on behalf of 
the Ministry of Communications, China, 
for 100 metric tons of electrolytic wire 
rod and 10 tons of smoked hard-drawn 
copper wire. 

Ganz & Company, of Budapest, is 
building 12 broad-gauge double-bogie 
240-b.h.p. diesel-mechanical railcars for 
the Buenos Ayres & Pacific Railway. 
They are to be generally similar to the 
railcars supplied at the end of 1937. 


Leyland Motors Limited has received 
orders from the Dublin United Tram- 
ways Co. (1896) Ltd. for 100 oil-engined, 
double-deck chassis ; and from the New 
South Wales Tramways Board for 50 
oil-engined double-decked chassis. The 
Australian contract follows closely on 
one for 70 Leyland gearless buses re- 
ceived from Melbourne and Metro- 
politan Tramways Board. 


Henschel & Sohn A.G. has received 
an order from the Latvian Railway 
Administration for 20 locomotives, 
states a Berlin message in The Times 
newspaper. 

G.W.R. Contracts Let 

The directors of the G.W.R. have 
authorised the placing of the following 
contracts :— 

Latil Industrial Vehicles Limited : Supply of 
one Latil Mark One tractor, fitted with produc er 
gas plant. 

Braithwaite & Co. (Engineers) Ltd.: Supply 
of steei and tronwork for coverings, &c., to 
platforms Nos. 7 and 8 at Plymouth (North 
Road) station. 

E. C. Jordan & Son: Demolition of existing 
bridge, and construction of a new bridge near 
Dinas Powis station, Glamorganshire. 

E. C. & J. Keay Limited: Supply of steel 
and ironwork of British manufacture. 

E. A. Boswell: Conversion into flats of the 
Marine Hotel, Penarth. 

At Swindon Works— 

Churchill Machine Tool Co, Ltd. : Supply of 
universal tool and cutter grinding machine for 
**O” (Tool) Shop, locomotive works. 

Sedgwicks Limited : Supply of plate bending 
and folding machine for ‘‘ L2” (Tank) Shop, 
locomotive works. 

Dean, Smith & Grace Limited: Supply of 
10-in. centre sliding, surfacing, and screw 
cutting lathe for “*W ” (Machine) Shop, loco- 
motive works. 

Herbert Morris Limited: Supply of 1-ton 
petrol-electric mobile crane for locomotive 
works. 

H. W. 
bination turret lathe for *‘ R”’ (Machine 
locomotive works. 

R. Pratt Limited : Supply of a Fordson 2-ton 
forward control chassis for factory transport at 
Swindon works. 


Ward & Co. Ltd.: Supply of com 
Shop, 
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The North British Locomotive Co. 
Ltd. has received an order from the 
Karachi Port Trust for one locomotive 
boiler for No. 2, 0-6-2 ST type locomo- 
tive, to be supplied to the inspection of 
Messrs. Rendel, Palmer & Tritton. 

The Indian Stores Department has 
placed orders with the Singh Engineering 
Works for 37,000 m.s. tie bars for 
Duplex type cast-iron sleepers at a 
total price of Rs.56,078 f.o.r. Cawnpore, 
and with the Hooghly Docking & 
Engineering Company for 13,000 at a 
total price of Rs.19,954, f.o.r. Howrah. 

F. C. Hibberd & Co. Ltd. has received 
a repeat order from Lake View & Star 
Limited for a 70-b.h.p. diesel-mechanical 
locomotive with an Atlantic oil engine 
and a three-speed gearbox. The same 
maker also has received an order from 
the New Zealand Public Works Depart- 
ment for 11 diesel mine locomotives to 
be powered by Perkins engines limited 
to 20 b.h.p. and fitted with the Hibberd 
exhaust gas conditioner. 

The Indian Stores Department is 
calling for tenders (Tender No. H-590) 
for the supply and delivery as and when 
required for the Indian State Railways 
during the period June 1, 1939 to May 
31, 1940, of quantities of india-rubber 
and metallic vacuum brake gear fittings. 
Tenders should reach the Indian Stores 
Department, Hardware Section, New 
Delhi, by March 1. 

Tenders are invited by the Bengal & 
North Western Railway and Rohilkund 
& Kumaon Railway Administration, 
receivable at 237, Gresham House, Old 
Broad Street, London, E.C.2, by Feb- 
ruary 21, for the supply of 1,208 loco- 
motive, carriage, and wagon tyres, and 
receivable by March 7, for the supply 
of 235 steel locomotive, carriage, and 
wagon axles; 4,360 helical and volute 
springs ; 1,346 laminated and elliptical 
springs ; 370 buffers and 2,000 hooks for 
locomotives, carriages, and wagons ; and 
50 pairs of wheels and axles. 

The Egyptian State Railways <Ad- 
ministration invites tenders for the 
supply of 30,000 metric tons of crude oil 
and 20,000 metric tons of asphaltic fuel 
oil during the period May, 1939, to 
April, 1940, to the Government Petro- 
leum Refinery, at Suez. Further parti- 
culars may be obtained from the office 
of the Chief Inspecting Engineer, Egyp- 
tian Government, 41, Tothill Street, 
London, S.W.1. 


Locomotive Boilers for India 

The Controller of Stores, G.I.P. Rail- 
way, is calling for tenders (Tender No. 
1938/19), receivable by March 8, for the 
supply and delivery of 2 locomotive 
boilers superheated and coal burning 
B.S.2 type (N.G.), and 2 locomotive 
boilers, saturated and coal burning, 
A-H type (N.G.). Tenders endorsed 
Tender No. 1938/19 for the supply of 
Locomotive Boilers, 5.5.2 Type (N.G.) 
and A.4 type (N.G.) should be addressed 
to the General Manager, G.1I.P. Railway, 
Victoria Terminus, Bombay. Copies of 
the relevant drawings may be purchased 
from Hodges Bennett & Co. Ltd., 16, 
Victoria Street, London, $.W.1, 
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LEGAL AND OFFICIAL NOTICES 
In the Court of the Railway Rates Tribunal ticulars of which are set out in the Schedule Applications must be filed on or before 
: hereto, have been lodged with the Railway 28th February, 1939. 
Road and Rail Traflic Act, 1933. Rates Tribunal. 4 copy of each Application can be obt | 
oe The Procedure to be followed in regard to from Mr. G. Cole Deacon, Secretary, Rates d 
the inspection of the said Applications and the Charges Committee, Fielden House, Groat 
Agreed Charges. filing of Notices of Objections is that published College Street, Westminster, London, §& 
in the London Gazette of 28th July, 1936. price ls. post free 
Ja’ igh to Is HEREBY GIVEN that Printed copies of the Procedure can be ob- T. J. D. ATKINSON 
4 Applications for the approval of Agreed tained from the Railway Rates Tribunal, Bush : 5 ens 
Charges under the provisions of Section 37 of House, Aldwych, London, W.C.2. Regist: 
the Road and Rail Traffic Act, 1933, short par- Notices of Objection to any of the said th February, 1939. 
Number of Number of 
Appli Name of Trader and General Description of Traffic A ppli- Name of Trader and General Description of Traffic 
cation eation 
1939 1939 
No. 61 BRISTOL BACON BROKERS LIMITED, 47, Milk Street, Bristol No. 99 r. DE HALLE, 16, Julian Street, Grimsby Boards for me 
Bacon, Ham, Butter, ets Electric Meters or Switchgear . 
No. 62 BYLOCK ELECTRIC LIMITED, 109, South Street, Ponders End, No. 100 HUNT & BROADHURST LIMITED, “ Ideal"? Works, Botley & ; 
Middlesex ; Vacuum Cleaners Oxford ; Paper, School Requisites, etc 
No. 63 JOSEPH FARROW & CO. LTD., Peterborough; Bird Seed, et« No. 101 WARD & PAYNE LIMITED, Limbrick Works, Limbrick 
No. 64 [. FRASER & SONS LTD., Trading Estate, Slough; Cardboard Boxes Sheffield, 6; Hardware, etc. 
(Appl eee also to traffic consigned by one Associated or Subsidiary No. 102 THE ELEPHANT CHEMICAL CO. LTD., 171-3, Neate Street t 
Company don, S.E.5: Chemicals, et« 
No. 65 kK r OM An LIMITED (LIVER POOL CHINA & LNDIA TEA CO No. 103 CHE FIBRE CASE CO. LTD., 36-38, Peckham Road, London, s 
L Dale Street, Liverpool, Tea, Coffee, Groceries, et« Fibre Cases, etc. 
No. 66 THE. PATEN PULP MANUFAC Tl RING CO. LTD., Mill Lane, No. 104 G - DER & MONNICK LIMITED, ane Avenue, Staffa Road, Ley 
Phetford, Norfolk: Wood Pulp Ware, Lron Stands and Fibre Ware Hats 10 ; Furniture, Fancy Goods, et 
No, 67 PIONEER POULTRY MANURE COMPANY, Alresford, Hants No. 105 rH *KILLGERM ” CO. LTD., ¢ leckheaton, Yorks ; Disinfect 
Manure ete 
No. 68 PRESERVENE on ag 20, Eastcheap, London, E.C.3; Soap, ete No. 106 LAWLEYS LIMITED, Lawley House, Kingly Street, London, \ 
No. 69 C. F. HAAG, The Birches, Bracondale, Norwich, Live Pigs Earthenware ex Hanley, Longton and Tunstall 
No. 70 M.K. ELEC ae - eee FED, Wakefield Street, Edmonton, London No, 107 a a PECK (LEICESTER) LIMITED, Percy Road, Aylest 
N.18; Ele al Ac sori Leicester ; Hosiery 
No. 71 PLLSNE - I ; av E LL 0 LTD., 77-79, St. Thomas Street, London No. 108 JOHN SHAW & SONS (YARNS) LIMITED, Brookroyd Mills, st 
8.E.1 land, nr. Halifax ; Woollen and Worsted Yarn 
No. 72 ROTHS¢ HAL D & BAKER Summer Row Works, Birmingham, 3 No. 109 W. TREVOR WATKINS, Ystrad Mynach; Cattle, Calves, Pig 
Invalid Chairs, etc Sheep 
No. 73 NORTH BRITISH RAYON LIMITED, Clifford’s Inn, London, E.C.4 No, 110 WRIGHT, BINDLEY & GELL LIMITED, Perey Road, Greet, 1 


Artificial Silk Yarn mingham, 11; Hardware, et« 
No. 74 M.K. ELECTRIC LIMITED, Waketield Street, Edmonton, Londo 

N.18; Electrical Accessories 
No. 75 W. TARBUTT & SONS, 17-29, Tabard Street, Borough, 


(Applicable also to traffie consigned by one Associated or Sub 
Company.) 


ondon, 8.E.1 


Bedspreads, Carpet t No. 111 ACME WRINGERS LIMITED, David Street, Glasgow, S8.E W 
No. 76 SUNDERLAND & SONS LTD., 4, Darnley Street, Glasgow : Clothing. ing and Wringing Machines, et« . 

Woollen Goods, ¢ No, 112 rHE CARRONGROVE PAPER CO. LTD., Carrongrove Paper M 
No. 79 GIBSON BROTHE hs (LIVE - POOL) LTD., Kempston Street, Liver Denny, Stirlingshire ; Paper 

pool, * Gibro ”’ Table Delicacies No, 115 NURSERY FURNISHINGS LIMITED, Philip Road, Peckham k 
No. 380 BELL (TOY S&G wan Ss) 1 ee ED, Willow Street, London, E.C.3 London, S.E.15; Bedsteads, Children’s Chairs and Cots, ete. 

Toys, Games, et (Applicable also to traffic consigned by one Associated or Subsid 
No. 8 CLANFLELD MILLING & STRAW ROPE COMPANY, Clantield Company ) sea anbiikn sd 


Oxford ; Straw Ropes 
(Applicable also to traffie consigned by one issociated or Subsidiary 
(C‘ompa 
No. 82 J.M (SDL i BERG & CO. LTD., Albion Works, Pendleton, Salford, 6 
near Manchester ; Cloth, Clothing, et« 
{pplicable also to traffic consigned by one Associated or Subsidiary 


No. 114 DONALDSON BROTHERS (ALLOA), 1937, LIMITED, Hall P 
Mills, Alloa ; Woollen Goods 

No. 115 J. W. HARTLEY & SONS LTD., Bronte House, Keighley Wi 
Goods and Hosiery. 

No. 116 ASHWORTH BROWN & CO. LTD., Spark Square and St. Pauls 
Street, Leeds, 1; Silk and Woollen Goods 


Company.) ; ” Goo P : ; 
No. 83 JOHN WADDINGTON LIMITED, Waddington’s Printing Works No, 117 J. HENRY B ROOKE LIMITED, 19-25, Nile Street, London, N 
Leeds ; Playing Cards, Games, et« Clothing. 


No. 118 THE DUCHESS OF DEVONSHIRE DAIRY CO. LTD., Tivert 


Hicable lso to traffic consigned buy one txsociated oF wbsidiaruy 
ri sone Ny ; : = ; Devon Butter, Cooked Meats, Cream, ete : 
No. 84 JOHN W ADDINGTON LIMITED, Waddington’s Printing Works No. 119 E a + co * : penene SS. St. John Street, West Smithfield, Londé 
i {s Satona Carton 7 . ooke« its, etc. ; ; 
No. 85 B AI rLes BISCt ITS “LIMI rED, Drumchapel. Glasgow Biscuit No. 120 A. KIR KP ATRICK & SONS LIMITED, Thornhill, Dumfriesshire 
and Cakes Bi acon, ¢ ‘ooked Meats, ete z 
No. 86 ALBERT E. REED & CO. LTD tidstone, Kent : Waste Paper No, 121 I Fs ‘+ 5 ( ‘s08 L rD.. Thimble Mill Lane, Nechells, Birming- 
No. 87 JOHN W ‘'E & CO ISTOL at »., 107-108, ymas Street 1am ; on Bolts, Nuts, et« i ; if 
> i. B ee No. 122 THE BROOK MANUFACTURING CO. (NORTHAMPTON) LTD 


Bristol, 1 Bacon, Ham, Butter, ¢ 
No. 88 rHE SCOTTISH CO-OPERATIVE WHOLESALE SOCLETY 
LIMITED, Kilmarnock; Live Pigs 
No, 39 WLLLLAM BRIGGS & SONS LTD., East Camy 


Clarke Road, Northampton ; Ladies and Children’s Clothing 

No, 123 HORNE BROTHERS LIMITED, 90 and 92, Oxford Street, Lond 
W.1: Boots, Clothing, et 

No. 124 WM. HARLAND & SON, Merton, London, 8.W. 19; Cellulose, Enamels 


‘rdown Street, Dundee 


Asphalt oe 
No. 90 | THE BRITISH & COLONIAL HORSE SHOE & MACHINE CO ; Paints, et« ; — 
LTD., Globe Lron Works, Walsall Horse Shoes No. 125 FRANK PRICE (MANCHESTER) LIMITED, Gorton Spice Mills 
; 7 . K , \ , Johnston Street, Gorton, Manchester ; Sausage Meal, etc. 
0. 93 & SKINNER LTD., King’s Cross, London, N Soots ‘ 
~~ oo 5 7 aan J No. 126 | RED WHEAT PRODUCTS, Stadium Works, Nottingham Roa 
ENNETT Basford, Nottingham ; Dog Biscuits, et 
No. 94 BENNETT & CO., Barwell, Leicester Boots and Shoes Ss sasford, Nottingham ; Dog Biscuits, et . 
No. 95 THE CO-OPERATIVE WHOLESALE SOCIETY LIMITED, 1, No. 127 A. a oe Seo. & ogee Dolphin Street, Ardwick Green, Manchester 
7 0”) Street M chester, 4 Groceries -reserves *rovisions m, Spirit irnis > 
- 1. : one - “ Pers, No, 128 WORLDWIDE WHOLESALE WAREHOUSES, Charles Street, Man 


etc., ex Mancheste 

No. 96 DAVIES STEEL SPECIALITIES LIMITED, Treforest Trading 
Estate, Pontypridd, South Wales ; Roller Skates 

No. 97 DRYAD LIMITED, 42, Saint Nicholas Street, Leicester General 
Handicraft Materials 

No. 98 FILLERYS TOFFEES LIMITED, National Works, Greet, Birming 


chester, 1; Furniture and Household Requisites 

No. 129 W. ORRLLL & SONS, Stockwell Head, Hinckley ; Hosiery 

No. 130 4. WHYMAN LIMITED, Princess Street, Leeds, 1; Weatherproot 
Goods such as Boots, Clothing, et« 

No. 131 MALGA (LONDON) LIMITED, Southall, Middlesex ; Bakers’ Filling 


i mfectionery, ete Cream. = 

. aah ches ae eae paced te end Aeackdlid we Mitubiiien No. 132. | THE FLEETWAY MANUFACTURING CO. LTD., Winton Hous 

( ompany ) St. Andrew Street, London, E.C.4; Kitchen Furniture, etc. 

London Midland & Scottish Railway Indian State Railways British railway, or in workshops of locomotive 
Company builders of repute, and should have had some 
; i g g “is i i g and 

TOTICE IS HEREBY GIVEN that the APPLICATIONS are invited from British training in running shed: and in — = 
NX ” (teeters dieines 1 Meeting of the 4 subjects of non-Asiatic domicile for two one year’s drawing office experience. ley 
“9 next Ordinary Genera eoung 0 a should have a thorough understanding of 


London Midland & Scottish Railway Company appointments in the Mechanical Engineering 
will be held at Friends’ House, Euston Road ind Transportation (Power) Department of 


London, N.W., on Friday, the 24th February Indian State Railways 
Candidates must have been not more than 


applied mechanics and the nature and com- 
position of all materials used in shops and be 
able to design and to caleulate stresses on 


1939, a 30 i . precis c » transaction » 

vo oes Al ao vue case 30 years of age on the Ist October, 1938, and parts of machines. y j ; 
STamp of SHORTLANDS, must have passed the qualifying examination Further particulars and forms of application 
Chairman for A.M.L.C.E., or A.M.I.Mech.E., or have ob- may be obtained, on request by postcard, from 
Owen Ciynne Roperts ained an engineering degree or diploma giving the High Commissioner for India, General 
Euston Station, Secretary exemption from such examination. They must Department, India House, Aldwych, London 
London, N.W.1 have served at least four years as pupils or W.C.2. Last date for receipt of completed 

9th February, 1939, apprentices in locomotive workshops of a applications 24th February, 1939. 
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Legal and Official Notices—continued. 


Bengal and North Western Railway 
¢». Ltd. and the Rohilkund and Kumaon 
Railway Co. Ltd. 


re°iLE Directors are prepared to 
: renders for the supply of :- ate 
Steel Axles for Locomotives, Carriages 
and Wagons. ; 
Helical and Volute Springs. | 
Laminated and Elliptical Springs. | 
Buffers and 2,000 Hooks fcr Locomotives, 
Carriages and Wagons. 
Pairs Wheels and Axles. 
specifications to be seen at the Com- 
s Offices. ; 
nders addressed to the undersigned, and 
pe marked “ Tender for Steel Axles,” or 
e case may be, with the name of the firm 
ering, to be lodged not later than Noon on 
th day of March, 1939. 
r each specification a fee of 10s. will be 
-yed, which cannot, under any circum- 
ces, be returned. 
e Directors do not bind themselves to 
pt the lowest or any Tender. 
By Order of the Board, 
J. WILLIAMSON, 
Managing Director and 
Secretary. 


receive 


Gresham House, 
Old Broad Street, 
London, E.C.2. 
6th February. 1939. 


4‘LERK required by firm of Public Works 

: Centractors for checking railway accounts. 

35-40.—Apply Box 62, c/o THe RatLway 
etre, 33, Tothill Street, S.W.1. 


The Bengal and North Western Railway 
Co. Ltd. and the Rohilkund and Kumaon 
Railway Co. Ltd. 


YFXHE. Directors are prepared to 
Tenders for the supply of :- 
1,208 Steel Tyres for Locomotives, Carriages 
and Wagons. 
as per specification to be seen at the Com- 
pany’s Oflices. 

Tenders addressed to the undersigned, and 
envelope marked ‘ Tender for Steel Tyres,” 
with the name of the firm tendering, to be 
lodged not later than Noon on the 2lst day of 
February, 1939. 

For each specification a fee of 10s. will be 
charged, which cannot, under any circum- 
stances, be returned. 

The Directors do not bind themselves to 
accept the lowest or any Tender. 

By Order of the Board, 
J. WILLIAMSON, 
Managing Director and 
Secretary. 


receive 


237, Gresham House, 
Old Broad Street, 
London, E.€.2. 
6th February, 1939 


Southern Railway Company 


TOTICE IS HEREBY GIVEN that the 
4 next Annual General Meeting of the 
Southern Railway Company will be held at 
Southern House, Cannon Street Station, in the 
City of London, on Thursday, the 23rd day of 
February, 1939, at 11.30 a.m., for the purpose 
of receiving the Accounts for the past year and 
transacting general business. 

L. F. 8S. DAWES, 

Waterloo Station, Secretary. 

London. 
6th February, 1939 


Great Western Railway Company 


YOTICE IS HEREBY GIVEN that the 
pe ANNUAL GENERAL MEETING of the 
Proprietors of this Company will be held in 
London, at Paddington Station, on W ednesday, 
the 22nd day of February, 1939, at Half-past 
Eleven o’clock in the morning, for the general 
purposes of business. 

HorNE OF SLAMANNAN, 
Chairman. 
F. R. E. Davis, 
Secretary. 
Paddington Station, 
London, W.2. 


6th February, 1939. 


Assistant Engineer 


] EQUIRED for the Iraqi State Railway for 

three years. Salary Iraq Dinars 70 a 
month (1.D.1 equals £1). Free passages and 
liberal leave on full salary. The post is not 
pensionable, but there is a Provident Fund 
Scheme. Candidates, not over 40 years of age, 
must be Associate Members of the Institution 
of Civil Engineers or hold an engineering 
degree recognised as granting exemption from 
sections A and B of the A.M.I.C.E. examina- 
tion, and have had practical experience on a 
Railway. 

Apply at once by letter, stating age, whether 
married or single, and full particulars of quali- 
fications and experience, and mentioning this 
paper, to the CRowWN AGENTS FOR THE COLONIES, 
4, Millbank, London, 8.W.1, quoting M/5904. 
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Southern Railway Company.— 
directors announce that the gross 
ceipts for the year 1938 amounted to 
25,468,465, a decrease of £112,371, as 
mpared with the previous year, and 
‘net revenue to £5,941,904, a decrease 
/610,220. They have resolved to 
ommend the proprietors to declare 
following dividends: A final divi- 
nd of 4 per cent. on the preferred 
linary stock, making, with the interim 
vidend of 1 per cent. already paid, 
> per cent. for the year. For the previous 
ir dividends of 5 per cent. on the pre- 
rred stock and 13 per cent. on the 
eferred stock were paid. The balance 
rried forward is £94,933, compared 
th £226,804. It is intended to pay the 
vidends on Thursday, March 2. 
London Midland & Scottish Rail- 
way Company.—tThe Secretary writes 
February 8: ‘‘ At a meeting of the 


eipts 


rKIng expenses 
Net revenue ame ose . 
ight forward from previous year 
est on debenture stock 
Available for dividends 
OCATION 


+ per cent. guaranteed stock 
+ per cent. preference stock 


> per cent. redeemable preference stock (1955)... 


+ per cent. preference stock (1923) 
Ordinary stock 


urried forward 


OTHER REPORTS 


board of the London Midland & Scottis 
Railway Company today it was decide‘ 
to recommend the following final divi" 
dends to be paid on March 1: 4 per cent: 
guaranteed stock and 4 per cent. pre- 
ference stock, at £2 per cent. actual, 
less income tax at 5s. 6d. in the {, 
making £4 per cent. for the year 1938 ; 
5 per cent. redeemable preference stock 
(1955), at £2 10s. per cent. actual, less 
income tax at 5s. 6d. in the /, making 
£5 per cent. for the year 1938. No 
dividends are proposed on the 4 per cent. 
preference stock (1923) and ordinary 
stock on which dividends of 4 per cent. 
and 13 per cent. respectively were 
paid for the year 1937. 

‘““ The summarised results of the whole 
of the company’s business for the year 
1938 compared with 1937 are as given 
below. 

“The working expenses for the year 


1938 1937 Decrease 
£ f f 
72,995,000 76,346,000 3,351,000 
61,650,000 61,990,000 340,000 
3,011,000 
(Inc.) 15,000 


14,356,000 
79,000 


11,345,000 
94,000 


11,439,000 14,435,000 2,996,000 
4,439,000 4,439,000 
7,000,000 9,996,000 2,996,000 
1,628,000 1,628,000 
4,756,000 4,756,000 
485,000 485,000 
1,605,000 
at 4 per cent. a V2 
1,428,000 3,033,000 
at 14 per cent. 
131,000 94,000 = (Inc.) 37,000 
7,000,000 9,996,000 2,996,000 


1938 reflect on the one hand a further 
increase in rates of wages and prices of 
materials of approximately £1,400,000 
and on the other hand a saving of 
approximately £1,740,000 due to the 
smaller volume of business and the 
further fructification of economies in 
working.” 

Great Northern Railway Com- 
pany (Ireland).—The directors have 
had before them the accounts for the 
show a substantial deficit in the net 
vear 1938 which, they regret to state, 
revenue account. In these circumstances 
it is regretted that the directors cannot 
recommend the proprietors to pay a 
dividend on the guaranteed stock, or any 
dividends on the preference and ordinary 
stocks. 

Great Southern Railways Com- 
pany.—Owing to the financial position 
of the company the directors of the 
Great Southern Railways at_ their 
meeting on February 3 decided with 
regret to defer the payment of a dividend 
on the guaranteed preference stock. 
The dividend on this stock is cumulative. 
No dividends are available on the 
preference and ordinary stocks of the 
company. 

London Transport ‘* C ’’ Stock.— 
The London Passenger Transport Board 
announces that a payment on account 
of interest on London Transport ‘ C”’ 
stock for the financial year ending on 
June 30, 1939, will be made by the 
board’s registrars, the Bank of England 
on March 27, 1939, to all holders of 
London Transport ‘“‘C”’ stock whose 
names are registered or inscribed in the 
books of the Bank of England at the 
close of business on February 28, 1939, 
such payment to be at the rate of 1} per 
cent., less income tax at 5s. 6d. in the f. 
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issues participated in the better tenden 
although it is recognised that in this 
the dividend policy is sometimes I 


out of line with that of the other 















































The variation in Ster 


has proved misleading 

















Note.—Yields aie based on the approximate current prices and are within 

+ Receipts are calculated G Is. 6d. to the rupee 

ling value of the Argentine 
the amount being overestimated. 





























\ firm tendency has been shown by look, assuming that hopes attaching to ways. The market is not anticip 
most departments of the Stock Exchange t! “Square Deal’’ claims are realised. that the announcement, due on Fri I 
this week, but profit-taking sales pre Southern preferred has advanced to 63 as next week, wiil show any payment 
vented a continuance of the upward move a result of the 5 per cent. distribution the first preferenc but is hopeful it 
I n share values which deve loped last innounced this week, and it is pointed disclose that the dividends on the gu 
vet Nevertheless, in some sections out that tle yield is still not unattractive, teed stocks have not necessitated 
further gains were recorded, and home wi the deferred has been a much better than a small withdrawal from rese; 
railway ecurities rallied strongly, al market around 12}. In common with the At one time the first guaranteed wa 
though bes corded ‘during the guaranteed and debenture stocks of the to and the second guaranteed y 
past few d t held. ther main line railways, Southern 5 per close on 52, but there was a re iction 

The de Southern Railway cent. guaranteed was firm and has im- Elsewhere, London Transport ‘‘ C 
to pay t cent. dividend on proved to 107, while the 4 per cent. around 70, but was inclined to ease. 
the preferr stock, and the an lebentures were 97. L.M.S.R. 4 per cent. Apart from Cordoba Central deb: nt 
nouncement f tl full dividends on preference rallicd to 49 and the 5 per cent. which made slightly higher prices, si 
L.M.S.R. 4 per cent. preference and 5 redeemable preference to 664, while the ties in the foreign railway market 

r cent. redeemable preference stocks 1923 preference was 26}. The 4 per cent. reactionary in the absence of de mand 
created n excellent impression These guaranteed was ler at 79, as were cluding th preference and deben 
payments ar n excess of the estimates the 4 per cent. debentures at 92} The stocks of B.A. Great Southern, Cer 
current in 1 market a week ago and ordinary stock was active around 12. Argentine and B.A. Western. San P 

it partly owing to the Great Western ordinary moved up to 29 was dull at a rather lower price. A 
f business, the railways it one time, but fluctuated in advance can railway shares fluctuated wit! 
ect considerably larger ~ the dividend decision, which it was trend of Wall Street but subsequently 
mies in the second half realised would turn on the extent to which a steadier appearance. Canadian P 
generally anticipated. the directors would be prepared to draw transferred at around 5!. French Rai 
1e idend decisions have been on reserves The company’s 5 per cent. sterling bonds moved in favour of hol 
1 as indi ng confidence in the out preterence improved to 78}. L.N.E.R and were in good demand. 
lraffic Table of Overseas and Foreign Railways Publishing Weekly Returns 
Traf t Week . Aggregate Traffics to Date Prices 
, Miles Week = Shares 
a 4 * Endir ne. or D ~ Totals os Do 0 en 
1938-39 Total ’ teodiectet- v Increase or Stock 2% => 
his year oo S mae. aa : ecreast za 2g 
. = W 1938 This Year Last Year Decrea Bs ip a” & 
f £ £ £ £ 

Ar wasta (Chili) & Bol j 5239 13.690 =_ 1,780 5 62 840 86.500 — 23,660 Ord. Stk. 14 71, » 

| Are ine North } 753 4.2.39 7,748 -- 565 32 313,442 301,578 + 11,864 z 6lp 2 ‘ 

| Arger ne Transa _ = . - =e —_ _ A. Deb 82 75 5lo 

1B . 174 Jan., 1939 3,400 —_ 200 4 3,400 3,600 200 6 p.c. Deb ‘ 7 \ 

| Brazi . — - - — ae = _ —_ Bonds. 4 ) 

| Buenos Ayres & Pacific 2,806 4: 110,484 4 3,970 32 2,511,481 2,624,941 — 113,460 | Ord. Stk. 31, n 

} 3uenos Ayres Central 190 A | £90,900 —_ £9,100 30) $3,308,600 $3,732,400 — $423,800 Mt. Deb. 8 N 

| Buenos Ayres Gt. Southern. 5,082 1.2.39 209,677 — 28,474 | 32 4,290,942 | 4,461,289 | — 1701347 | Ord. Stk 81 \ 
~ | Buenos Ayres Western 1,930 1.2.39 53,226 8.809 32 1,347,084 | 11456018 | — 108/934 ia > ate | 2 
= | Central Argentine 3,700 4.2.39 154,845 + 33,384 32 3,537,993 4,024,549 | — 186.556 se ‘ 534 8 \ 
@ Do. — _ — _— —_ —_ — Dfd. 6 2lo 31> Ni 
E | Cent. Uruguay of M. Vid 972 28.1.39 19,696 — 350 31 555,288 531,005 + 24,283 Ord. Stk 3 134 N 
< Cordoba Central 1,2'8 —_ — _- — —_ _ — Ord. In 354 4 214 N 
3 | Costa Rica 188 Nov., 1938 17,764 | — 4,572 | 22 112,640 123.362 — 10,722 Stk. 28 2215 2} 9 
be Dorada 70 Dec,, 1938 15,200 - 1,900 52 193,300 187.206 + 6.100 1 Mt. Db 10514 104 103lo 51 
S 4 Entr ios ; 810 $2.39 15.136 a 1.917 32 502.937 460,740 + 42,197 Ord. Stk 714 310 5 Nil 
~ Great Western of Brazil . 1,092 4.2.39 12,000 2,500 5 60,200 50,700 + 9 500 Ord. Sh. 3/ 1/ 1, N 
a International of Cl. Amer 794 Dec 1938 $558,024 4 $83,353 52 $5,639,240 $5 699, 442 _— £60 202 — oie eae on . 
S | Interoceanic cf Mexico — _ —_ — — = — — Ist Pref. 6d. 6d. lo Ni 
F | La Guaira & Caracas J , 1939 4.750 140 } 4.750 4,610 140 Stk 8 615 7lp ~ 
,; Leopoldina ! 4.2.39 20,013 -- 58 5 111,161 98,190 oe 12.971 Ord.Stk. 4 1 llo Ni 

Mexican ; a $1.1.39 $436.800 — $125,000 4 $1,275,900 | 31,3163 — $40,400 ss ly ly le Ni 

| Midland of Uiuguay Dec., 1938 10.372 + 210 26 53.944 52.725 + 1,219 he 7g lo lg N 

Nitrate 5.054 si 4.599 4 8,873 16.429 -_ 7.556 Ord. Sh. 52/9 1916 15 6 

Paraguay Central $2,753.000 + $35,000 2 $97 254.000 $101.083,000 — 3,829,000 Pr. Li. Stk 60 55l9 551g 52ie 

Peruvian Corporation 1 Jan., 68,313 — 15,436 31 477,766 5 3 % 110 019 Pref. 554 154 21, Ni 

| Salvador 28.1.39 ¢43,000 £1,000 31 542,464 15,089 Pr. Li. Db 3 0) 191p N 

San Paulo 29.1.39 25,352 — 10,112 4 108,733 21,002 | Ord. Stk 64 2319 19 

Taltal e Dec., 1938 3,400 — 26 16,915 - 5,620 | Ord. Sh 134 2 ln 10 

United of Havana 1, 4.2.39 31,866 - 32 933,618 - 43.177 | Ord. Stk 35g Jo 1 N 

| Uruguay Northern Dec., 1938 1,224 | + 26 6,428 + 1,080 Deb. Stk 9 1 2 Nil 
yy cc anadian National 23,721 31.1.39 889,133 4 2,699,001 2,664,326 4+ 34,675 —_ — = _ -_ 
c Canadian Northern -- —_ — —_— — _— — 4p.c Perp. Dbs 72 60 701g 51 
S Grand Trunk — _ —_ — —_ — — — 4p.c.Gar. 104 90 9719 41, 
) | Canadian Pacific 17,186 31.1.39 619,600 — 38,800 4 1,939,800 2,063,000 _ 123,200 Ord. Stk. 8716 414 51 Nil 

Assam Bengal 1,329 201.39 44,047 + 4,141 $3 1,206,137 1,109,964 + 96,173 Ord. Stk. 81lp 70 74° 4 

) Barsi Light 202 2.1.39 3,112 — 1,853 43 113,850 110.370 + 3.480 Ord. Sh. 6019 5414 55lo 7316 

| Bengal & North Western 2,108 20.1.39 86,169 + 7,382 | 16 866,414 848 891 }- 17,523 Ord. Stk. 311 278 270 Gllig 
¥- | Bengal Dooars & Extension 161 20.1.39 4.084 303 43 123,248 120,961 oo 2,287 * 89 83 8S8lp 751¢ 

4 Bengal-Nagpur 3,268 20.1.39 205,200 18,145 43 5,558,809 5,615.481 — 56,671 ae 93 9 414 

] Bombay, Baroda & Cl. India 3,085 $1.1.39 291,600 - 2.250 | 45 7,270.350 7,359,075 - 88.725 ma 07 9 5 

| Madras & Southern Mahratta 2,967 20 1.39 161,175 + 11,099 43 4,477,524 3 4c L 239,094 ae 105 7 

| Rohilkund & Kumaon 571 20.1.39 17,095 — 762 16 159.625 4 3.717 275 69 

| South Indian 2,5313 10.1.39 110209 — 5,899 41 3,197,713 - 55,949 2 10!lp | 4 

Beira-Umtali 204» Nov., 1938 86.540 — 4,097 9 164.305 186351 — 22,046 a _ = ee 

| Egyptian Delta 620 20.1.39 6,330 | — 390 «43 184,789 195,718 — 10,929 Prf. Sh. 7 5/6 3g | Nil 
2 | Kenya & Uganda 1,625 Dec., 1938 255,468 + 59,041 52 2,656,111 2, 4 — 59,413 — — -- —_ —_— 
9 | Manila ; — sind —_ ~~ — = — — B. Deb. 49 41 431p 936 
© J Midland of W. Australia 277 Dec., 1938 16,406 + 1.202 26 92 286 84.335 | + 7.951 Inc. Deb. 9334 89 95 416 
S ) Nigerian ; 1,900 24.12.38 80,293 + 3,660 39 1,420,314 2,035,435 — 615,121 _— _— —_ a 

Rhodesia 2,442 | Nov., 1938 392.385 — 35,849 9 779,368 895,597 — 116.229 as ae ae | 5a 

South Africa 13,285 28.1.39 626,363 + 506 | 12 27,014,774 | 27,972,423 | — 957.649 ae ais a te ee 

Victoria 4,774 | Oct., 1938 828,129 + 18,054 18 3,064,925 2,960,281 + 104.644 — _ oe Se, 


a fraction of lig 


§ ex dividend 
paper peso has lately been so gieat that the method of converting the Sterling weekly receipts at the par rate of exchange 
The statements are based on the current rates of exchange and not on the par value 
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